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McCormick’s Intercoastal Ships 


Call at 


Philadelphia — Norfolk — Baltimore 


East and West Bound 


Frequent sailings East and West Bound make the McCormick 
Intercoastal Service particularly valuable to shippers from 
Baltimore, Philadelphia and Norfolk. Convenient modern 
terminals, expert handling and stowage facilities insure safe 
delivery of shipments. Phone or write the McCormick Office 
—six in Eastern territory, nine in the Pacific region—for 
Service with a Capital S. 





Next Sailings 


Ship Philadelphia Baltimore Norfolk 
Absaroka July 30 Aug. 4 Aug. 6 
Wm. A. McKenney Aug. 13 Aug. 18 Aug. 20 
Felix Taussig Aug. 27 Sept. | Sept. 3 

4 Great Trade Routes Served by McCormick 
McCormick Intercoastal Pacific-Argentine-Brazil Line 
Pacific Coastwise (Passenger Accommodations) 
Pacific-West Indies —U. S. Mail Steamers. 


Oakland BS, Portland 
St 


Los Angeles Me Cormick Steamship Company Seattle 


San Diego 461 Market St. a aaameaens 
San Francisco 
DOUgias 2561 





Astoria 






Vancouver, B.C. 
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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY 
General Offices: 50 Trinity Place, New York, N. Y. 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Rockefeller Bldg., CLEVELAND, OHIO. Union Trust Bldg., CINCINNATI, OHIO. 
Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Philadelphia, Boston, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


San Diego, Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to 
New York, Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 


Bi-monthly Service to and from Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, Newport News, Boston, 
ew Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, Portland, Seattle and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 


Se 








EXPRESS PASSENGER AND FREIGHT STEAMERS 


between 
PHILADELPHIA e NEW YORK LOS ANGELES e SAN FRANCISCO e OAKLAND e ALAMEDA 


NEXT SAILINGS 
NEXT SAILINGS 
WESTBOUND COMING! EASTBOUND 
FROM OAKLAND — ALAMEDA 
needa FOUR NEW SUPER EXPRESS LINERS Santa Ana — Aug. 15 
Santa Teresa — Aug. 17 _ Santa Elisa — Aug. 29 
hee = Gant FROM SAN FRANCISCO 
. j anta Ana — ug. 
i ty, 


FROM NEW YORK Santa Elisa — Aug. 31 


Santa Teresa — Aug. 19 FROM LOS ANGELES 


Santa Cecilia — Sept. 2 = al Santa Ana — Aug. 19 
= — a sais ’ 2 
Santa Ana — Sept. 16 Se oem mes = ——~ae Santa Elisa Sept 
= ; = SAN FRANCISCO, 2 PINE ST- 
LOS ANGELES, 548 SO. SPRING ST. 
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In Philadel 





strategically located 
for efficient 
distribution of 
merchandise 


As the largest operators of 
public warehouses in Phila- 
delphia we are equipped 
to render economical and 
highly efficient service in- & 
cident to the handling of flour, dried 
fruits, canned goods, cereals, soaps, 
glycerine, wool, cotton, newsprint, furni- 
ture, hay, straw, feed and all classes of 
package freight. Liberal allowances may 
be had on stored goods. 

The various warehouses are conveni- 
ently located throughout the city and 
contain 2,100,000 square feet of excel- 
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[ [ammo 
Warehouses 





lent storage space. The buildings are of 
modern steel and concrete construction 
completely equipped with sprinkler sys- 
tems to provide low insurance rates. All 
properties are served by Pennsylvania 







Railroad sidings. 








ONE OF 
THE CHAIN OF 


Write for illustrated booklet which f TIDEWATER 
describes in detail the facilities of 


1% GALLIED INLAND 
AM WAREHOUSES 
each individual warehouse. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





RAILROAD CONSOLIDATION 


HE approval by the Interstate Commerce Commis- 

sion of the four system plan of eastern consolidation 
submitted by the railroads as a substitute for its own five 
system plan marks a step in progress toward ultimate 
railroad consolidation. Important as it is, however, it 
is only a step, instead of being, as the general public 
seems to think, a final decision. 

In the first place, the Commission has done nothing 
but to say that, if the railroads see fit to apply for per- 
mission to consolidate along the lines it has indicated, 
its present inclination is to approve. There is nothing 
like compulsion in the plan. Then it remains to be seen 
Whether the railroads will accept the modifications stipu- 
lated by the Commission and whether they can agree on 
these and other matters to the point necessary before 
formal applications for permission to consolidate are 
filed. Such formal applications must be filed and the 
Commission will, of course, conduct hearings on them— 
the usual long-drawn-out proceedings in which everybody 
in the territory immediately affected, as well as other 
territories indirectly affected, will be heard, whether or 
hot he has anything important to say. Even with all 


this out of the way, there are yet the rights of stockhold- 
ers who may think themselves injured to apply to the 
courts for relief. 

So, even assuming the best possible—best from the 
point of view of those who desire the consolidations— 
it may well be two or three years before any definite 
results of the Commission’s decision of last week are 
noticed. Before that time arrives many of those who 
now approve consolidation in theory may have changed 
their minds. Labor, of course, will oppose the plan or 
any plan that means consolidation of railroads, and many 
shippers will oppose the scheme now, as they have op- 
posed similar schemes in the past. Saving and efficiency 
are one thing, but service is another—and most shippers 
believe they can be best served by smaller systems and 
greater competition than would result under the combina- 
tions proposed. 





THE ST. LAWRENCE SEAWAY 


J 1TH the signing of a treaty between the United 
States and Canada for the construction of the 
Great Lakes-St. Lawrence deep waterway, an important 
step toward the consummation of that project has been 
taken. There remain, however, many obstacles to the 
completion of the plan, some of which we hope will prove 
insurmountable, for, as we have many times pointed out, 
we believe the project, at least so far as transportation is 
concerned, to be little more than a wild dream of ocean 
vessels docking at Chicago and Duluth, when the sensible 
thing to suppose is that they would do nothing of the sort, 
but would compel shippers to load and unload their car- 
goes at seaboard. We believe our position is sustained by 
the weight of unbiased and scientific opinion. 

Among the obstacles to completion of this seaway, 
not the least seems to be the situation with respect to the 
diversion of water from the lake at Chicago for the Illi- 
nois deep waterway—another dream now well on the way 
to realization. Some of the advocates of this latter 
scheme have even gone so far as to say that its success 
is threatened unless the provision for diversion of water 
is made more liberal. So the advocates of waterway 
development are between two fires—or, it might be more 
appropriate to say, two waters. Do they love the St. 
Lawrence plan so much as to support it at the price of 
damaging their Illinois waterway, or do they love the 
Illinois waterway so much as to fight the St. Lawrence 
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plan if the diversion question cannot be settled to suit 
them ? 

This waterway matter seems more than usually sub- 
ject to complications and misunderstandings, among them 
the action or lack of action by the national political con- 
ventions. We have told how the Republicans, in their 
platform, as officially promulgated by the Republican 
National Committee, endorsed waterway development, 
though there was no such plank in the platform as given 
out to the newspapers nor as read to the convention, and 
we have stated that the Democrats endorsed the St. Law- 
rence Seaway, language to that effect being included in 
their platform, as given out to the newspapers. Now 
comes the information that the endorsement in question 
was not read to the convention and is not to be found in 
the official platform. Water is thus coming to the front 
to rival the importance of booze in consideration of the 
party platforms, as to what they say, what they do not 
say, and what they were supposed to have said. 


THE RAILROAD STATEMENT 


Hk statement to the public, issued by the railroads 

in New York last week, is disappointing in its lack 
of detail. The carriers promise to take all available meas- 
ures in order to bring about operating efficiency and to 
prevent waste in competition, but just what, specifically, 
have they in mind and just how do they propose to ac- 
complish it? They demand, as they have demanded 
before, equality of treatment with respect to competing 
transportation agencies, but just what, specifically, do 
they want and what measures do they propose in order to 
accomplish the end desired ? 

As it stands, their statement contains little or noth- 
ing more than was contained in their declaration of policy 
adopted in November, 1930. It requires amplification and 
definite plans before it can arouse much interest. One 
can well imagine that its tonelessness is the result of 
compromise on the part of various minds with conflicting 
ideas, and the result of such compromise is usually what 
this is—a pronouncement without force or apparent pur- 
pose. It falls on the public with the effect usually caused 
when men meet to consider a certain subject with the 
intention of adopting “resolutions,” and then find that, 
if they can get together on resolutions, they must say 
little in them—but persist in saying that little, neverthe- 
less, 

Elsewhere will be found a symposium: of views of 
shippers with respect to this statement—the result of 
requests to twenty-two traffic representatives of industries 
and commercial organizations to express their views 
briefly. The result here is disappointing also, so few 
having responded. Perhaps that is due largely to the fail- 
ure of the statement to inspire interest. One traffic rep- 
resentative of a large commercial organization replied 
that he was saying nothing for publication for the reason 
that he was not in position to comply with the request. 
“I think you have expressed the view,” said he, “that a 
representative of an association cannot express his per- 


The Traffic World 


PAGE 187 


sonal views without having them construed as the views 
of the organization of which he is a part. My own experi- 
ence confirms the accuracy of this view.” 

That is not exactly the view that we have expressed ; 
rather, we have said that traffic representatives of indus- 
tries and commercial organizations usually have no au- 
thority to speak for their employers in transportation 
matters of large moment, unless specific authorization is 
given—which amounts to much the same thing. At any 
rate, we are glad to have this confirmation of our views 


from one who knows. 


GOVERNMENT IN BUSINESS 


T ought not to be necessary—but it probably is—to 

caution the Congressional committee now investigat- 
ing government competition with private business to be 
on guard against and to discount the representations or 
lack of representations by private interests. It is easy 
to be misled and, though most persons condemn, on prin- 
ciple, government participation in business, motives are 
mixed, when it comes to dealing with specific instances, 
and an investigator does not always get a correct picture. 


For instance, one of the outstanding examples of 
government competition with private business is its wa- 
terway activities on the Mississippi and other rivers. 
This, of course, has to be included in any general consid- 
eration of government competition with private business, 
for it competes here with both the railroads and private 
waterway operators. It is condemned specifically by 
those who suffer from it—the railroads, private waterway 
operators, and shippers who are at a disadvantage be- 
cause they cannot use it, as well as by dispassionate and 
disinterested economic students. But it will be found 
that, in sections that profit—or think they profit—by this 
government waterway, the newspapers and commercial 
organizations, as well as private enterprises, are in fa- 
vor of it. Their interest has to be determined and their 
attitude explained. 

Another example is the parcel post, the government, 
in this activity, being in competition with the railroads, 
its business, in some of its phases, amounting almost to 
freight transportation. The railroads, to be sure, are 
not favoring this activity, but neither are they opposing 
it, as they would naturally be expected to do. Why? 
The reason is that the Railway Express Agency, with 
which the government parcel post competes, is owned by 
the railroads, and the railroads carry the business, 
whether it moves parcel post or express, so they are not 
greatly concerned. Nevertheless, in our opinion, the gov- 
ernment has gone too extensively into the carrying of 
heavy packages, which ought to be left to the railroads 
and the motor vehicle transport industry. If the parcel 
post were carried exclusively or chiefly by motor trucks 
instead of by rail, then we should be hearing protests 
from the railroads. 

The point is, with respect to these and other phases 
of governmental competition with private business or in 
fields that ought to be left to private enterprise, that it 
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should make no difference to the investigator who com- 
plains or does not complain or what his motives, except 
as a means of throwing light on the facts. The facts are 
what must be determined. 


LEGISLATION FOR RAILROADS 


Legislation that will enable the railroads to improve their 
condition is urged by Representative Mead, of New York, in 
“extension of remarks” in an appendix of the Congressional 
Record of July 25. 

“The condition of the railroads of the United States is going 
from bad to worse each day, and unless something is done to 
put them on a better financial basis the employment of hun- 
dreds of thousands of our workers and the savings of as many 
more of our people will be jeopardized if not destroyed,” said he. 
“Not only has it been necessary for the railroads to endure the 
bitter scourge of the depression, but they have likewise been 
called upon to meet the competition of new and revolutionary 
methods of transportation. These competitors include the truck 
and bus lines that operate on our public highways, the air lines 
that carry mail, express, and passengers through the air, pipe 
lines that rush their oils from the source of supply to the distant 
stations of distribution, as well as an inland and coastwise 
shipping, in some cases subsidized, all of which has been 
accelerated within the last few years to the detriment of trans- 
portation by rail. 

“We all recognize the fact that the American railroads are 
the very arteries of the Republic, as necessary in time of war as 
is the army or the navy, and as deserving of our consideration 
in time of peace as any other major problem of government. 
Restoration of the American railroads will reduce unemploy- 
ment, increase the stability of our financial institutions, and 
create a greater purchasing and consuming capacity which our 
factories, mines and mills stand in need of at this particular 
time. During the period of the depression, except for the pass- 
age of the Reconstruction Finance Corporation act, very little 
attention has been paid to this problem and it seems to me that 
the legislation which has already been introduced, upon which 
hearings have been held, should be whipped into shape so that 
it could be considered and passed in special session or at the 
very beginning of the next regular session of Congress which 
meets in December.” 

Representative Mead listed pending transportation bills 
relating to railroad consolidation, recapture of excess railroad 
earnings, regulation of motor carriers, regulation of water car- 
riers, full crew requirements and pensions for railroad employes. 


CAR EQUIPMENT PLAN 


The Trafic World Washington Bureau 


A plan for creation of a freight car corporation by the 
Reconstruction Finance Corporation to purchase from the rail- 
roads for cash all their freight cars and then lease them to 
railroads on a per diem basis has been proposed by Mortimer 
Silverman, of Brookline, Mass., formerly an assistant to the 
president of the Boston & Maine. 

Mr. Silverman made his suggestion in a letter to President 
Hoover in which he said it was his belief that the proposal 
should have publicity among those who were directly interested 
in the railroads, “but I am making this proposal to you in 
order that it might be used with greater effect, and, therefore, 
I will withhold any announcement on my part unless it is 
Your Excellency’s belief it can better be brought about by pub- 
licity outside of the executive department of the government.” 

One of the President’s secretaries sent the letter to the 
Commission for consideration, the latter referred it to Com- 
missioner Eastman and he replied to the letter. 


One of the objectives of the plan is to eliminate the waste 
due to light mileage in returning cars to home roads. At the 
same time, said Mr. Silverman, the cash obtained by the roads 
for their cars would aid the railroads financially at this time. 

The securities of the freight car corporation could be held 
by the Reconstruction Finance Corporation until such time as 
the railroads were in position to purchase and hold them, ac- 
cording to the plan. 

Commissioner Eastman wrote that the proposal was not 
altogether a new one and referred to the car pooling plan of 
S. Davies Warfield, which was rejected by the American Rail- 
way Association. The commissioner said he was not satisfied 
with that disposition of the matter and had been inclined to 
ascribe it to the excessive individualism among railroad com- 
panies and railroad officials “which then prevailed.” He said 
the Silverman plan was very ambitious and did not think the 
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Reconstruction Finance Corporation could act without further 
legislation. He said there also would have to be an entire 
change in the “former attitude of railroad officials.” 

“However, it is not at all unlikely,” added Commissioner 
Eastman, “that the railroad problem may soon require more 
fundamental treatment than it is now receiving, and in that 
connection, your plan, among others, should receive consid. 
eration.” 

The commissioner suggested that Mr. Silverman give pub. 
licity to his plan. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 16 totaled 
504,094 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association, 
This was an increase of 87,144 cars above the previous week 
when loadings were reduced owing to the observance of Fourth 
of July holiday. Compared with the same week in 1931, the 
total for the week of July 16 was a reduction of 253,895 cars, 
and a reduction of 424,177 cars under the same period two 
years ago. 

Miscellaneous freight loading for the week totaled 183,684 
cars, an increase of 32,968 cars above the preceding week; 
loading of merchandise less than carload lot freight totaled 
167,307 cars, an increase of 23,811 cars; grain and grain prod. 
ucts loading for the week totaled 42,218 cars, 11,908 cars above 
the preceding week; coal loading totaled 70,145 cars, an in. 
crease of 10,138 cars above the preceding week; forest products 
loading totaled 14,930 cars, an increase of 3,469 cars; ore loading 
amounted to 6,638 cars, an increase of 1,037 cars; coke loading 
amounted to 2,578 cars, an increase of 143 cars; live stock 
loading amounted to 16,594 cars, an increase of 3,670 cars. 

Revenue freight loading by districts for the week ended 
— 16 as compared with the corresponding period of 1931 
ollows: 


Eastern district: Grain and grain products, 6,385 and 7,903: live 
stock, 1,437 and 1,806; coal, 15,226 and 24,797; coke, 728 and 964; forest 
products, 1,428 and 2,411; ore, 1,056 and 3,031; merchandise, L. C. L., 
44,299 and 58,272; miscellaneous, 40,715 and 65,988; total, 1932, 111,274; 
1931, 165,172; 1930, 205,642. 

Allegheny district: Grain and grain products, 3,275 and 4,306; live 
stock, 1,128 and 1,477; coal, 19,452 and 27,060; coke, 1,028 and 2,106; 
forest products, 669 and 1,454; ore, 837 and 6,607; merchandise, L. 
C. L., 33,556 and 46,171; miscellaneous, 35,575 and 57,951; total, 1932, 
95,520; 1931, 147,132; 1930, 188,812. 

Pocahontas district: Grain and grain products, 368 and 334: live 
stock, 190 and 204; coal, 19,925 and 32,499; coke, 126 and 196; forest 
products, 470 and 807; ore, 62 and 298; merchandise, L. C. L., 4,682 
and 5,887; miscellaneous, 4,072 and 6,777; total, 1932, 29,895; 1931, 
47,002; 1930, 53,853. 

Southern district: Grain and grain products, 2,658 and 3,851; live 

stock, 959 and 1,164; coal, 9,265 and 14,129; coke, 203 and 352; forest 
products, 4,977 and 8,621; ore, 92 and 663; merchandise, L. C. L, 
27,631 and 34,826; miscellaneous, 25,258 and 39,807; total, 1932, 71,043; 
1931, 103,413; 1930, 117,848. 
_ Northwestern district: Grain and grain products, 5,261 and 8,135; 
live stock, 3,934 and 6,473; coal, 2,160 and 3,637; coke, 345 and 744; 
forest products, 3,097 and 6,180; ore, 2,988 and 23,459; merchandise, 
L. C. L., 20,875 and 26,640; miscellaneous, 22,780 and 31,836; total, 1932, 
61,440; 1931, 107,104; 1930, 144,512. 

Central Western district: Grain and grain products, 17,820 and 
27,412; live stock, 6,923 and 6,825; coal, 2,768 and 4,321; coke, 100 
and 118; forest products, 2,616 and 5,018; ore, 1,449 and 2,446; mer- 
chandise, L. C. L., 23,681 and 29,249; miscellaneous, 34,628 and 48,441; 
total, 1932, 89,985; 1931, 123,830; 1930, 142,934. 

Southwestern district: Grain and grain products, 6,451 and 8,883; 
live stock, 2,023 and 1,645; coal, 1,349 and 2,529; coke, 48 and 68; forest 
products, 1,673 and 3,251; ore, 154 and 396; merchandise, L. C. L., 
12,583 and 14,494; miscellaneous, 20,656 and 33,070; total, 1932, 44,937; 
1931, 64,336; 1930, 74,670. 

Total, all roads: Grain and grain products, 42,218 and 60,824; live 
stock, 16,594 and 19,594; coal, 70,145 and 108,972; coke, 2,578 and 4,548; 
forest products, 14,930 and 27,742; ore, 6,638 and 36,900; merchandise, 
L. C. L., 167,307 and 215,539; miscellaneous, 183,684 and 283,870; total, 
1932, 504,094; 1931, 757,989; 1930, 928,271. 


Loading of revnue freight in 1932 compared with the two 
previous years follows: 





2 1931 1930 

Four weeks in January........... 2,269,875 2,873,211 3,470,797 
Four weeks in February......... 2,245,325 2,834,119 3,506,899 
Four weeks in March............ 2,280,672 2,936,928 3,515,733 
DEVS WOGMS TA BGs .0ccccccccses 2,772,888 3,757,863 4,561,634 
Four weeks in May.............. 2,087,756 2,958,784 3,650,775 
Four weeks in June............. 1,966,355 2,991,950 3,718,983 
Week ended Jtly 2.......cccccecs 489,273 667,630 792,053 
Week ended July 9............... 416,950 762,444 915,985 
Week ended July 16........ccccce. 504,094 757,989 928,271 

Re rer er mre. 15,033,188 20,540,918 25,061,130 


RAIL FUEL COSTS 

Total cost of coal and fuel oil consumed by Class I railroads 
in road train service and yard switching service in the five 
months ended with May amounted to $73,883,451, as compared 
with $98,021,451 for the corresponding period of 1931, accord- 
ing to compilations made from carrier reports by the Commis- 
sion’s Bureau of Statistics. Switching and terminal roads are 
excluded from the figures. For May the cost was $12,866,959, 
as compared with $18,637,482, in May, 1931. 
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Current Topics in 
Washington 





Up to this time President Hoover has 
not said anything about the revision of 
its consolidation plan by the Commission. 
Nor has. much, if any, credit been given 
him for what he may have done toward 
getting the executives to resume work on 
a plan for eastern consolidations, after they seemed to have 
gone into a deadlock, which resulted in his ability to announce, 
December 30, 1930, that a plan for four systems had been agreed 
on. (See Traffic World, January 3, 1931, p. 25.) He was 
criticized in Congress at the time for what he had done. His 
position was that what he had done was in the interest of 
increasing financial stability of all the railroads. 

Some have expressed the idea that the Commission was 
slow in taking about nine months to dispose of the application 
for a modification of the so-called complete plan. Many, how- 
ever, knowing the enormous amount of work the Commission 
had to do, think it made good speed. Some years ago it was 
estimated that it took the Commission, on an average, eight 
months to dispose of cases before it, big and little. Using 
about nine months on this case, therefore, it might be sug- 
gested, showed fair expedition. Some newspapers have criti- 
cized the Commission on the score of time. 

At least ten big cases were among the components of this 
one case. The fight made about the Monon, the Pocohontas 
lines, the Elgin, Joliet and Eastern, the Toledo, Peoria and 
Western, Western Maryland, Reading, and Central of New 
Jersey, in behalf of New England, of Syracuse and Oswego, 
N. Y., the New York, Ontario and Western, and the Delaware 
and Hudson each deserves to be called a big Case. 

It took the lawyers almost as long to submit the case as 
it did for the Commission to come to a conclusion on the weeks 
of testimony and four days of arguments. The case was for- 
mally placed on the lap of the gods April 28. The Commission 
voted finally on all phases on July 138. It would be interesting 
to know how much of those two months and a half were used, 
before the final vote on July 13, by commissioners who felt con- 
strained to present separate views. It took the government 
printing office from July 13 to July 21 to get the printed opinion 
into the hands of the Commission. 

In coming to a conclusion, the commissioners allowed about 
sixty-five working days to elapse. They could not devote every 
minute of every working day to the consideration of this case. 
Current work had to be and was kept up. No one marked any 
considerable diminution, if any, of the flow of rate, reconstruc- 
tion loan, or ordinary finance decisions. In theory, the com- 
missioners hold conferences for the making of decisions only 
on the first two Mondays and Tuesdays of each month. In 
theory they had only six conference days in which to discuss 
the voluminous record. Of course, regardless of the rule they 
held conferences on the consolidation case at odd hours when 
they could break away from work that could be made to wait 
an hour or two. 

Hearings were begun January 6, 1932, and continued for 
three days. Then adjournment was taken to February 15, the 
time intervening having been set aside for the opposition to 
study the testimony of the applicants with a view to cross 
examination by the opposition. That adjourned hearing lasted 
from February 15 to March 5. As soon as under the Commis- 
sion’s rules, briefs could be got to the files, arguments were 
made for four days beginning on April 25, the close being on 
April 28, when the case was submitted for decision. 


Hoover and 
Commission Work 
on Consolidation 





In view of the fact that chicken stew, a la 
Field, is believed to have been a cause of the 
defeat of Senator Brookhart by Henry Field 
in the Iowa Republican senatorial primary, the 
fairness of a news story put out by the Depart- 
ment of Agriculture a few days ago may be 
questioned. The publicity man for that branch of the govern- 
ment issued the following: 


Joy for Field, 
More Sorrow 
for Brookhart 


_ Prospects for a larger poultry crop for market this fall and 
winter in view of a 7.5 per cent increase in the number of chickens 
being raised on farms are indicated in the midsummer poultry and 
egg outlook report issued by the Bureau of Agricultural Economics, 

S. Department of Agriculture. 
Egg production, it is expected, will not exceed the high totals 
of last year unless there should be another mild winter—this, despite 
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a prospective increase of 4 to 5 per cent in the numbed of layers 
in farm flocks. 

The bureau reports July stocks of eggs in cold storage at 28 per 
cent less than the volume in July a year ago, and say that, there- 
fore, ‘‘the market this year will be relieved of the depressing effect 
of burdensome stocks of storage eggs.’’ 

It points out, also, that, “although egg prices are low, they are 
not as low, relatively, as most other farm products.” Low retail 
prices of poultry and eggs have maintained, but not increased, con- 
sumption, the bureau finds. 





In the closing hours of the last 
session of Congress, the Senate adopted 
a resolution (S. R. 274) directing the 
Federal Trade Commission “to com- 
plete, at the earliest practicable date, 
its final report in relation to the alleged 
dumping of foreign oils and gasoline, particularly Russian oil, 
in the city of Detrot.” 

For about a year, it was disclosed in connection with that 
action by the Senate, the trade body had been carrying on an 
inquiry into the situation produced in Detroit by the dumping 
or alleged dumping there of foreign gasoline, regardless of 
whether it was Soviet or Roumanian gasoline. There was un- 
certainty as to the source of the products sent to Detroit via 
Baltimore, the ships carrying it from Black Sea ports where 
it would have been possible for the shipper to have obtained its 
lading from either Roumania or Russia. 

Regardless of the source of the oil, according to the alle- 
gations of Senator Gore and others interested in the midcon- 
tinent part of the oil industry, the dumping or alleged dumping 
of foreign oil in Detroit has brought about a situation that 
might be viewed as a definite effect of Russian effort that alarms 
the midcontinent part of the petroleum industry. If the stuff 
sent to that city was Russian, when, according to the midconti- 
nent people, at least the oil part of the five-year plan of the 
Soviet republic has been injurious to American interests. 

Senator Gore submitted a statement of midcontinent origin, 
tending to show that the foreign stuff was laid down and sold 
at retail at a price less than the cost of American products to 
distributors not connected with the big refining companies, 
thereby putting the smaller men out of business or requiring 
them to affiliate with the big integrated companies, the opera- 
tions of which are so widespread that they are able to meet 
the competition of the foreign products at Detroit. The state- 
ment alleged that this forcing of the smaller distributors out 
of business narrowed the market for the so-called independent 
refiners and wholesalers. 


Senate Wants to 
Know About Russian 
Gasoline Dumping 





The policy of the Commission and the 
Reconstruction Finance Corporation, in the 
grant of loans to railroads, or requiring 
banks and individuals holding the overdue 
obligations of railroads to make extension 
of part of the loans as a condition prece- 
dent to obtaining help from the finance corporation, it is be- 
lieved, is doing much toward putting business on a _ better 
foundation. If the government made loans without requiring 
the present holders of notes and other short term obligations 
to assume any of the burden of keeping a good company alive, 
it is suspected that, in a short time, there would be such a 
demand on the government that the relief plan would break 
down. 

With the government paying off the entire obligation, it is 
believed the situation soon would become that of letting the 
government do all the work of financing the railroads. The 
supervision that banks holding obligations of railroads have over 
the business of many of them would cease. No one other than 
the government would be interested in prodding the managers 
of corporations in precarious condition to do better. 

It is asserted that, in some phases of railroad work, some 
of the force has shown a tendency to believe that nothing it 
could do would tend to improve matters. With the government 
looking after all the refinancing of the hard pressed carriers, 
it has been suggested, that attitude would become accentuated 
instead of showing a tendency to diminish. The assertion may 
not be accurate but, if it is, the thought is that insistence by 
the two government organizations that holders of railroad obli- 
gations shall bear a considerable share of the burden will hasten 
the day when, as after the war, the railroads will be able to 
pay off their government loans and do their own financing 
through the ordinary channels. 


Compulsory Self 
Help Probably 
a Great Blessing 





When the stage has a person it thinks 
should be noticed by the public it turns the 
spot light on him. The old Romans, so far 
as the writer knows, had no such thing as 
a spot light. They assured a measure of 
attention to the lines of the actor by in- 
serting in the text of the play, which the audience was supposed 
to -know or to have the words, “now applaud.” The stage 


Folks Inclined 
to Turn the Spot 
Light on Loree 
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managers of that time did not leave altogether to the public 
the matter of applauding. They stood at its elbow to say 
“now applaud.” 

Loree did not put through his long cherished fifth system. 
But he came out of the delirium of optimism that ended with 
1929 with a profit, said to be large, for the Delaware and Hud- 
son. He got out of the business of holding stocks in the 
railroads that could be used in making up that system when 
he thought the game was becoming too expensive, and the 
Way out was still open. 

But the veteran, on whose business body the Commission 
has landed many kicks, comes out of the latest phase of the 
consolidation matter with his railroad unattached to any sys- 
tem. New England and the Delaware and Hudson are problems 
the Commission will take up some other day. 

If any of the plan makers who succeeded in putting an end 
to the fifth system idea have any thoughts as to what should 
be done with the Delaware and Hudson, it is suspected that the 
president of that road will be glad to stroke his beard and 
murmur “come and see me.” 

Deletion of the fifth system, it might be suggested, is some- 
thing to the credit of Chairman Porter, whether one likes the 
idea or not. Porter stood out against that Wabash-Seaboard 
thing in such way that there was no misunderstanding him. 
And now the chairman, it is suggested, might say: “I told you 
so.”—A,. E. H. 


LOANS TO RAILROADS 


Atlee Pomerene, formerly United States senator from Ohio 
and member of the Senate interstate commerce committee, has 
been appointed by President Hoover to be a member of the 
board of directors of the Reconstruction Finance Corporation. 
It was announced that Mr. Pomerene would be elected chairman 
of the board to succeed Eugene Meyer, governor of the Federal 
Reserve Board. 

W. W. Atterbury, Hale Holden and Daniel Willard con- 
ferred July 28 at the Treasury with Secretary of the Treasury 
ae others. The purpose of the conference was not dis- 
closed. 

Few applications for loans from the Reconstruction Finance 
Corporation have been filed by railroads recently. Many appli- 
cations, however, that have been acted on only in part, are 
pending before the Commission. In filing applications railroads 
have covered their needs for some months in advance and the 
Commission has followed the policy of authorizing loans as 
needed to meet maturities and other obligations. 

Since the Reconstruction Finance Corporation was created 
early in the year, railroad applications have called for a total of 
more than $450,000,000 in loans. That total, however, has been 
cut to about $380,000,000 through reductions made in supple- 
mental applications. Loans totaling about $227,000,000 have 
been approved by the Commission but not all of that has been 
paid to railroads by the corporation. Up to June 30, according 
to the corporation’s last quarterly report, loans aggregating 
$213,882,724 to railroads had been authorized, and of that 
amount, $145,653,540.50 had been advanced to railroads, and 
$6,166,679.74 had been repaid. 

Announcement was made by E. G. Buckland, president of 
the Railroad Credit Corporation, that rail requirements as to 
interest and maturities up to and including August 1 had been 
provided for. 

Railroads have issued a substantial amount of new secur- 
ities, many of them having done so to provide collateral for 
loans. In the six months ended with June, accoridng to com- 
pilations from Commission figures, the Commission authorized 
the issue of $723,808,347 of railroad securities, most of them 
bonds. In the corresponding period of 1931 the total was 
$452,543,821. 

The Commission, by division 4, in a supplemental report 
in Finance No. 9179, Meridian & Bigbee River Railway Co. 
reconstruction loan, after considering an amended application, 
has denied approval of a loan of $864,654.08 requested in the 
amended application. The loan requested in the amended ap- 
plication was to have been used for the repayment of loans, 
past due taxes, and a small judgment against the carrier, 
amounting to $264,654.08, and $600,000 for the construction of 
an extension of its line, from Cromwell to Myrtlewood, Ala., a 
distance of about 21 miles. 

On May 12, the Commission, in this case, approved a loan 
of $600,000 for the extension on the condition, among others, 
that the loan be secured by the unrestricted indorsement and 
guaranty, joint and several, of the Illinois Central and the 
Louisville & Nashville, or, in the alternative, of the Western 
Railway of Alabama, as to both principal and interest. 

In its amended application the carrier said that it was un- 
able to comply with the condition. The carrier asked the Com- 
mission to modify its report and certificate so as to approve a 
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loan of $864,654.08, to be secured by the pledge of $1,100,000 of 
the applicant’s first mortgage 6 per cent bonds and $200,000 of 
its common stock, $500,000 of the bonds and $200,000 of the 
stock being now pledged as security for bank loans. 

The question of ownership or control of both stocks anj 


bonds, the Commission said, was in litigation. The Commis. 
sion said that in view of the uncertainty of the future results 
of the applicant’s operations, it prescribed as a condition of its 
approval indorsement of the Illinois Central and Louisville ¢ 
Nashville or the Western of Alabama, which carriers, if any, 
it said, might be expected to benefit from the operation of the 
proposed extension. Without that indorsement, the Comnis. 
sion said, it was of the opinion that the security offered for 
the loan was not adequate. It canceled the certificate prey. 
ously issued in addition to denying approval to the loan coy. 
ered by the amended application. 

The Baltimore & Ohio Railroad Co. has asked the Commis. 
sion in Finance No. 7585, application of the Baltimore & Ohio 
for authority to issue and sell $41,107,700 of its common stock to 
modify its orders of May 31, 1929, and March 16, 1932, so as to 
permit the applicant to pledge as collateral security for a pro- 
posed loan of $2,500,000 to the Alton, 6,454 shares of the guar. 
anteed 7 per cent stock of the Joliet & Chicago Railroad (Co. 
3,072 shares of the guaranteed 6 per cent stock of the Kansas 
City, St. Louis and Chicago Railroad Co.; 1,250 shares of the 
guaranteed 7 per cent preferred stock of the Louisiana & Mis. 
souri River Railroad Co.; and $1,666,666 par value of the stock 
of the Monongahela Railway Co. 

This modification is requested so as to free the securities 
mentioned from limitations placed on it by the Commission in 
No. 7585, 180 I. C. C. 721, to the effect the Baltimore & Ohio 
should not sell, pledge, or repledge, or otherwise dispose of 
the whole or any part of its holdings in the stock of the Joliet 
& Chicago, the Kansas City, St. Louis & Chicago and Louisiana 
& Missouri River, without first receiving permission from this 
Commission. 

Notwithstanding that limitation in No. 7585, the Commission 
in its certificate of May 24, in the matter of the Alton recon- 
struction loan, Finance No. 9333, for $2,500,000, said that the 
Alton should offer as its pledge 6,494 shares of the Joliet & 
Chicago stock, 3,072 shares of the Kansas City, St. Louis & 
Chicago stock, and 1,256 shares of Louisiana & Missouri River 
stock, and $1,666,666 par value of the stock of the Monongahela. 
The B. & O. in this petition pointed out that all the shares 
required by the Commission to be pledged by the Alton loan 
were owned by it and that the stock so held by it was impressed 
with the condition imposed by the Commission on May 31, 1929. 

Upon reconsideration, the Commission, by division 4, in a 
supplemental report in Finance No. 9278, Wichita Falls & South- 
ern Railroad Co. reconstruction loan, has approved a loan of 
$400,000 to the applicant. In a prior report the Commission on 
May 12 denied its approval on an application for a loan of 
$800,000. Denial was based on, among other things, the fact 
that the applicant had not issued its capital stock and was 
therefore without authority to pledge its bonds as security for 
the loan, and that its traffic had been decreasing and its earnings 
falling off. 

Since then, the Commission in its supplemental report said, 
conditions had changed. It pointed out that in Ed. Sproles vs. 
T. Binford, the Supreme Court had upheld the Texas laws limit- 
ing the size and capacity of highway trucks in a way that would 
tend to restrict truck competition. It said that capital stock in 
the amount of $1,174,000 would be issued to subscribers for the 
applicant’s stock and that a like amount of indebtedness would 
be canceled. The Commission said that in the course of its 
reconsideration of the application it had been given assurance 
that Frank Kell, if required, would personally endorse and guar- 
antee payment of the loan. The Commission said that it was 
satisfied, moreover, that payment out of proceeds of the loan 
of a substantial amount of the matured indebtedness evidenced 
by the notes to a bank and to Frank Kell would enable the 
applicant to obtain an extension on the remainder of the notes 
troubling the applicant. These, said the Commission, were 
sources of credit which it thought the applicant should employ, 
and that when availed of would constitute a desirable indication 
of confidence in the applicant and of its ability for self help. 

The Commission approved a loan of $400,000 for the purpose 
of paying one-half of a matured bank loan of $250,000 to the 
First National Bank of Dallas, Tex., and one-half of a loan of 
$550,000 from Frank Kell, provided that they extended the 
remainder of the notes for the period for which the new loan 
was made. The loan is to be secured by the pledge of $1,010,000 
of the applicant’s first mortgage and collateral lien 5 per cent 
bonds and the personal endorsement of Frank Kell as to prin- 
cipal and interest; and also upon condition that the applicant 
shall issue its stock in accordance with the Commission’s per- 
(Continued on page 198) 
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Decisions of Interstate Commerce Commission 


0-8 


EXTRA FARE TRAINS 


HE Commission, in a report written by Commissioner Tate 

in No. 22735, in re extra fares on passenger trains and 
fourth section application No. 13871, and others, has discon- 
tinued the proceeding on a finding that the record does not 
warrant a finding that the operation of extra fare trains as 
now practiced or the extra fares applicable on such trains are 
unreasonable or otherwise unlawful. The report said that as 
the fourth section departures described in it had been removed 
the fourth section applications set for hearing with this pro- 
ceeding would be denied. 

The fourth section departures for the continuance of which 
the applications for relief were filed were from the aggregate 
of intermediates provision of the section. Denial was made in 
fourth section order No. 10981. The applications were filed in 
behalf of the Pennsylvania, New York Central, Delaware, Lack- 
awanna & Western, Michigan Central and Erie. 

This proceeding, instituted by the Commission on its own 
motion, was made the subject of a proposed report. In excep- 
tions to that report, said Commissioner Tate, the railroads said 
that while all the matters condemned in the proposed report 
had been eliminated since the beginning of the proceeding, they 
did not acquiesce in the views expressed by the examiners 
who made the report. 

After the hearing, said the report, extra fares were can- 
celed except on trains operating between New York, on the 
one hand, and Chicago, New Orleans and Boston, on the other; 
between Boston and Chicago; San Francisco and Portland; 
and Chicago and Los Angeles. The cancellation of the extra 
fares, with the exceptions mentioned, was made on April 24. 
Commissioner Tate said that there was now adequate non- 
extra fare through service between New York and Chicago at 
hours equally convenient, the fastest time of the non-extra fare 
trains being 21 hours on which there was formerly an extra 
fare of $8.40. The fastest extra-fare trains make the run in 18 
hours, the extra fare when the time was reduced having been 
raised from $9.60 to $10. Commissioner Tate said that the 
average rate of speed of the fast trains between New York and 
Chicago was 52 miles an hour while the average rate of speed 
of the 21-hour non-extra fare trains was 45 miles an hour. 

Commissioner Tate said that two important basic prin- 
ciples should serve as a guide in the establishment and main- 
tenance of extra fare service and the determination of the ex- 
tent to which extra fares might lawfully be charged. The first, 
he said, was that to justify an extra fare, the service upon 
which it was based should be definitely superior to that gen- 
erally furnished. The second, he said, was that services to 
which extra fares applied were justified only as supplemental 
or alternative services. Both of those principles, he added, 
were observed when the New York-Chicago extra fare service 
was first established (which was in 1881) and were now ob- 
served in connection with this service as well as that afforded 
by the other extra fare trains now in operation. 


TRUCK COMPETITION IN CEMENT 


The Commission, in I. and S. No. 3736, cement from Hud- 
son, N. Y., to Massachusetts, in a report written by Commis- 
sioner Brainerd, has authorized the Boston & Albany to reduce 
its rates on cement from Hudson and Upper Hudson, N. Y., to 
Bondsville and Greenwich Village, Mass., and other stations 
in Massachusetts to enable it to compete with trucks for the 
hauling of cement to the water system works the state of 
Massachusetts is constructing in the Swift River valley, near 
Bondsville and Greenwich Village, about halfway between Bos- 
ton and Hudson. The present rates from the Hudson district 
in Which Hudson and Upper Hudson are located, the report 
Says, range from 11.5 cents to Middlefield, to 13.5 cents to 
Greenwich Village. The schedules under suspension cut those 
rates to 11 cents. 

Protests came from three points in the Hudson group and 
about 19 mills in the Lehigh district in Pennsylvania and New 
Jersey. The latter pointed out that the proposed reductions 
would increase the spread in the prices of cement, due to the 
change in transportation costs, to their disadvantage. 

Three thousand barrels of cement, the report said, moved 
from Hudson to the water works by truck, that cement having 
been used in the first contract. The second contract will re- 








quire from 30,000 to 40,000 barrels and the third about 225,000 
barrels. The carrier said that it had lost tonnage to the trucks 
not only on this project but others in Massachusetts as well, 
one project requiring between 13,000 and 14,000 barrels. Re- 
ductions were proposed to some of the points solely to avoid 
fourth section departures. 

The Commission found the reductions justified except as 
to those stations west of Bondsville, ordered the schedules 
found not justified to be canceled and discontinued the pro- 
ceeding. Relief from the long and short haul part of the fourth 
section was granted in fourth section order No. 10977 to main- 
tain higher rates at intermediate points between Hudson and 
Athol, Mass., and between Hudson and Bondsville. 

Commissioner Lee concurred in everything except the 
fourth section relief which, he pointed out, was not requested. 
Commissioner Meyer joined in that expression. 

Commissioner Farrell, concurring, said he found it diffi- 
cult to believe that trucks could not be used as conveniently 
in connection with transportation’ over the shorter distances 
as in connection with transportation over the longer distances. 
He said it seemed to him that the carrier should not be com- 
pelled, either to refrain from making necessary reduction in 
rates for the longer hauls or to inaugurate disparities against 
the intermediate points under fourth section relief granted by 
the Commission for which it had made no application. 

Commissioner McManamy dissented, expressing the opin- 
ion that the decision of the majority violated the letter and 
the spirit of sections 3 and 4. He said the schedules should 
have been found not justified. 


UKELELE RATING NOT TOO HIGH 


The Commission, by division 3, has dismissed No. 24661, 
National String Instrument Corporation vs. A. T. & S. F. et al. 
on a finding that the less-than-carload ratings on string musical 
instruments made of steel, from Los Angeles, Calif., to points 
in official, southern and western classification territories, are 
not unreasonable or unduly prejudicial. The report was made 
under the shortened procedure. The ratings assailed were one 
and a half times first class in official and double first class in 
southern and western classification territories. 

The guitars, mandolins and ukeleles, the report said, were 
made of steel. The complainant alleged that the ratings were 
provided to cover wooden instruments which were very light 
and easily damaged by ordinary handling or by air or damp- 
ness, while the steel instruments were heavier and not so easily 
damaged. They pointed to a number of things, such for in- 
stance, as radio receiving sets, amplifying horns and loud speak- 
ers, on which the railroads had established less-than-carload 
commodity rates about equivalent to first class. The complain- 
ants sought a rating of first class. 

The Commission said that no classification could be made 
so minute as to conform to the differing varieties and condi- 
tions of traffic, and to separate different grades or densities of 
the same article into different classes with varying rates. 
Sufficient competition, the report said, had not been shown be- 
tween string musical instruments and other commodities 
named in the report which took a less-than-carload rating of 
first class to support a finding of undue prejudice which was 
alleged in addition to unreasonableness. 


HOCH-SMITH COTTON 


The Commission, in a supplemental report, the sixth, in No. 
17000, part 3, Hoch-Smith cotton, and the proceedings embraced 
in this case as shown in the original report, 165 I. C. C. 595, 
has refused to make any change in the spread between domes- 
tic and export rates on cotton to the south Atlantic and Gulf 
ports. Upon further hearing it found no justification for any 
modification of the original report and order herein with respect 
to the amounts by which the export rates on cotton to the 
ports mentioned might exceed the domestic rates from the same 
points of origin to the same ports. 

Also upon further consideration the Commission found that 
the evidence presented by compress interests relating to the 
minimum charge to be observed in establishing rates to meet 
truck and barge competition, and which was discussed in the 
fifth supplemental report, on further hearing (181 I. C. C. 474), 
did not sustain the contentions in support of which it was 
presented, 
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In a dissenting view, Commissioner Eastman expressed the 
belief that the spread between the domestic and export rates 
should be limited to two cents, that is the export rates in con- 
nection with which more service was rendered by the carriers, 
should not be more than two cents higher than the domestic 
rates. He pointed out that after an elaborate consideration of 
the matter in Rates on Cotton to Gulf Ports, 123 I. C. C. 685, 
known as the Shipside Case, the Commission fixed the spread 
between export and domestic rates on cotton from southwestern 
origins to Gulf ports at two cents. In this proceeding, he said 
the railroads had failed to furnish any adequate information 
as to the difference in cost of handling the two classes of traffic 
and had not shown that there was a justification for making the 
spread any higher from southeastern than from southwestern 
origins. 

In the original report and order, made on July 15, 1930, this 
report said, the Commission said that the export rates should 
not exceed the domestic rates by more than the then existing 
spreads. 

This matter was reopened upon the request of some of the 
railroads for a modification of the report and order so as to 
permit them to increase to five cents the spreads between the 
domestic and export rates from some Mississippi Valley points 
to Gulf ports, which were less than that. 

As reopened by the Commission it was for the purpose of 
determining with respect to cotton shipped from southwestern 
territory to Gulf ports east of New Orleans and to south Atlantic 
ports, and with respect to cotton shipped from southern terri- 
tory to the ports previously indicated, and to New Orleans, 
by what reasonable maximum amounts, if any, the rates on 
export shipments might exceed the rates on domestic ship- 
ments. 

The difference in spreads in the southwest and the south- 
east, according to the report, grew out of the difference in the 
method of stating rates, and departures in the southeast from 
the five-cent spread resulted only to the extent necessary to 
permit the operation of competitive routes and meet the re- 
quirements of the fourth section. The carriers contended that 
conditions had changed so that the fourth section was no longer 
a bar to making increases in the export rates east of the Mis- 
sissippi River sufficient to restore the old five-cent spread, 
hence their request for a modification of the report and order. 
The Commission said that an examination of the tariffs fol- 
lowing the appearance of truck competition showed that if the 
rates from west of the river were not disturbed, export rates 
from Memphis and many other points east of the river could 
not now be increased to any extent without producing fourth 
section violations. It said that modification of the original 
report as sought by the carriers would be of no effect at the 
present time. It said that the underlying basis for the car- 
riers’ petition, namely, the alleged elimination of fourth section 
difficulties in connection with increasing the spread east of 
the river, did not, in fact, exist. On the contrary, the report 
added, the area from which the spreads were now held to less 
than five cents as a result of fourth section requirements was 
materially greater than it was following the rate revision grow- 
ing out of the Shipside Case. That situation alone, the report 
said, warranted denial of the modification sought by the car- 
riers. Further the report said that even if that were not so 
they had failed to justify their proposal. 

Equally tenuous evidence in opposition to any increase in 
the spread and in favor of a reduction in the five-cent spread, 
the report said, was presented by the American Cotton Coop- 
erative Association and a representative of the state author- 
ities of Mississippi and a cotton producers’ organization in that 
state. 


After discussing other phases of the presentation of the 
matter, the Commission said the present meager record on 
further hearing left it in substantially no better position to 
pass upon the measure of the spread than did the original 
record, adding that it found that it afforded no basis for any 
modification in the original report and order in the respects 
herein considered. 


WHEAT-FLOUR TRANSIT RATE 


A considerable number of the questions that can be raised 
about wheat-flour transit, state and interstate rates on grain 
and grain products and rates for export are treated in No. 
22821, General Mills, Inc., successor to Red Star Milling Co. 
vs. Chicago, Rock Island & Pacific, in a report on rehearing. 
The Commission dismisses the complaint on a finding that ship- 
ments of wheat from points in Kansas to Wichita, Kan., for 
milling and forwarding beyond for export were subject to the 
interstate commerce act. In addition the Commission deter- 
mined the rates to Wichita, noting that the rates it determined 
to have been applicable were in excess of those charged. 
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The ultimate finding as to rates was that the applicable 
ones to Wichita were 20 cents from Ford, Kingsdown, Bloom 
and Mineaola and 20.5 cents from Fowler and Plains, all points 
being in Kansas. In the original report, 168 I. C. C. 599, diyj. 
sion 3 found that many carloads shipped between October 1, 
1926; and March 6, 1927, had moved in intrastate commerce, 
although after the wheat was milled into flour at Wichita the 
product was shipped to Galveston, Tex., for export. The cage 
was reheard upon petition of the complainant. 

The complainant contended, according to the report, that 
upon making the outbound shipments the inbound and out. 
bound movements merged into one, which was interstate ip 
character, and that the rates applicable to the through move. 
ment were combinations of an intermediate rate of 14.5 cents 
to Wichita and varying proportionals beyond. The Rock Island, 
the report said, contended that the two movements were sep. 
arate and that application of the varying proportionals beyond 
Wichita, the milling point, did not operate to change the char. 
acter of the prior intrastate shipments to Wichita. 

To find that the intermediate clause, giving the low rate 
factor before mentioned, applied, the report said, would be 
giving to the tariff a strained and unnatural construction. The 
report said that the allegation of unreasonableness was based 
solely upon alleged violations of the long and short haul part 
of the fourth section in the past in connection with the rates 
to Wichita. The Commission said that as the through rates 
were not assailed, it was unnecessary to determine whether 
fourth section departures had existed or now existed. 

Commissioner Farrell, in a dissent in which Commissioner 
Tate joined, said he dissented from the conclusions of the ma- 
jority because he thought they were based upon an interpreta- 
tion of the pertinent tariffs which was erroneous as a matter 
of law. His view was that the subsequent transportation from 
Wichita to Galveston did not change the shipments into inter- 
State shipments by reason of the application of the varying 
proportions. 

Commissioners Aitchison and Brainerd noted their concur- 
rence in the result. 


ROUGH GRANITE REPARATION 


In a report, on reconsideration, in No. 24000, McConnell & 
Co., Inc., vs. N. Y. N. H. & H., the Commission has modified 
the direction in the original report, by division 3, 179 I. C. C. 
108, addressed to the complainant with respect to filing a Rule 
V statement so as to have it conform, as the report says, to 
the finding herein that the complainant paid the charges on 
shipments of rough granite from Milford, Mass., and Stony 
Creek, Conn., to Harlem River, N. Y. The new finding is that 
the complainant paid the charges and is entitled to reparation. 
Therefore the complainant has been directed to comply with 
Rule V. That rule requires the filing of statements to show 
the reparation due. 

In the original report, the division mentioned said that no 
one having personal knowledge of the shipments and the pay- 
ing and bearing of the charges appeared at the hearing. Paid 
freight bills were submitted by a traffic bureau a representative 
of which said the bureau had received the paid freight bills 
from the complainant. The division said there was no proof 
that complainant paid and bore the charges. 

A reexamination of the record, this report says, indicates 
that the complainant mailed the original paid freight bills cov- 
ering all the shipments upon which reparation is claimed to 
the representative who testified at the hearing. The bills were 
tendered either for inclusion in the record or for use in the 
preparation of Rule V statements. The practice of submitting 
freight bills with Rule V statements, instead of at the hearing, 
this report said, was permitted by Rule III(r) of the Commis- 
sion’s Rules of Practice, and had become general because com- 
plainants required them in preparing Rule V statements. 

This report described the salient facts shown in the re- 
ceipted bills and said that the defendant’s attorney had had an 
opportunity to inspect them, but that no testimony was offered 
for the defendant. 

“Defendant having offered no evidence,” says this report, 
“complainant’s possession of the receipted freight bills raises 
an unrebutted presumption that it, as consignee, received the 
shipments and paid the charges thereon,” Hoover Steel Ball 
Co. vs. Michigan Central, 163 I. C. C. 561, being cited as au- 
thority for the declaration that an unrebutted presumption had 
been raised. 

Commissioner Brainerd, concurring in part, said he agreed 
with the report except the finding that the complainant had 
paid the charges. The method of dealing with the question of 
reparation proposed by the prior division report, he said, would 
have protected the interests of all parties. 

Commissioner Lee said that in his opinion there was no 















July 30 
_ 


eviden¢ 
ant hat 

Co 
in whi 
things, 
to app 
missi0. 
tioners 
pe adi 
his co 
to Col 
aratio! 


Th 
condo! 
gress. 
jing 1n 


not e! 
shoulé 


RE 

T 
Dako 
19979 
& S. 
takel 
conc! 
N. D 
in t] 
divis 
ton, 
Dake 
a mi 
prov 
line 


com 
Wat 
Har 
exct 
and 
soni 
sca 
ove 


ope 





cable 
loom 
Oints 
diyj. 
or 
erce, 
_ the 
Case 


that 
out- 
> in 
OVe. 
ents 
and, 
Sep- 
ond 
har- 


‘ate 
The 


sed 
art 


ler 


n-ne |S @ oH Ge 


~~ o © 


July 30, 1932 


evidence in the record to sustain the finding that the complain- 
ant had paid the charges. ‘ 

Commissioner Mahaffie, in a dissent of considerable length, 
in which Commissioner Tate joined, pointed out, among other 
things, that in allowing the claim bureau that handled the case 
to appear when the matter was informally presented, the Com- 
mission had disregarded its rule establishing a list of practi- 
tiers which said that neither firms nor corporations would 
pe admitted or recognized. He also directed the attention of 
his colleagues to the fact that in several of its annual reports 
to Congress it had deprecated what was commonly called rep- 
aration hunting. In conclusion he said: 


This record contains no competent evidence. The majority here 
condone the practice complained of in our annual reports to the Con- 
gress. Sanctioning violations of our rules of practice and indulg- 
ing in such presumptions as the majority here indulge in tend to 
aggravate the situation. We should respect our own rules and should 
not enter orders unsupported by competent evidence. The complaint 
should be dismissed. 


REINFORCED CONCRETE PIPE RATES 


The Commission, on reconsideration, in No. 22257, South 
Dakota Concrete Products Co. et al. vs. C. & N. W. et al., No. 
19979, South Dakota State Highway Commission vs. M. St. P. 
& S. S. M. et al., and No. 22091, Same vs. Same, has under- 
taken to harmonize decisions in respect of rates on reinforced 
concrete pipe from Watertown and Ganton, S. D., and Schmidt, 
N. D., to various destinations in the Dakotas. In the decision 
in the title case with which was also embraced No. 22091, 
division 3 found the rates on such pipe from Watertown, Can- 
ton, and Schmidt over interstate routes to destinations in the 
Dakotas, not unreasonable in the past. It further found that 
a maximum reasonable basis of rates for the future would be 
provided by the class E rates prescribed in the western trunk 
line revision. Therefore no order for the future was issued. 

In No. 19979, South Dakota Highway Commission vs. M. St. 
P. & S. S. M., 152 I. C. C. 85, division 4 found the applicable 
combination class E rate of 32.5 cents on such pipe, from 
Watertown over interstate routes to Victor, New Effington, and 
Hammers, S. D., unreasonable in the past to the extent that it 
exceeded 18 cents to Victor and 18.5 cents to New Effington 
and Hammers, and awarded reparation. The rates found rea- 
sonable were based on the South Dakota intrastate joint-line 
scale of rates on drain tile and concrete pipe for distances 
over the routes of movement 

Recognizing the conflict, the Commission said it had re- 
opened on its own motion No. 19979 for reconsideration. The 
findings in the former reports were reversed to the extent that 
they were inconsistent with the findings made on reconsidera- 
tion. Orders of February 16, 1929, in No. 19979, and of March 
9, 1931, in No. 22257 and 22091, were vacated. A reparation 
order in No. 19979 dated July 8, 1929, was allowed to stand. 
The Commission said that additional reparation should be 
awarded on shipments described in that case, and that upon 
receipt of a supplemental Rule V statement it would consider 
the entry of an order for additional reparation 

Commissioner Lee, in a separate view, adhered to the con- 
clusions reached in the prior report, 173 I C. C. 63. Commis- 
sioner Eastman, dissenting, said that the majority adopted class 
E rates which were prescribed in the southwest, not on the 
pipe here under consideration, but on concrete sewer pipe, as 
an incident to a general proceeding. He said that in his judg- 
ment, the Commission should be guided in cases such as these 
by precedents in the territory immediately involved. He said 
that if the carriers believed that the standards prevailing in 
this territory on brick and on drain tile were too low, they 
should raise that issue in a general proceeding, but that if they 
So believed the carriers had made no attempt to rectify the 
situation. He said he might add that he saw no reason for 
awarding any further reparation in the division 4 case brought 
by the South Dakota Highway Commission. 

Commissioner Mahaffie said that no additional testimony 
had been taken in these cases and that consequently the Com- 
mission was still without a basis to determine whether some 
of the shipments were routed by the shippers or by the car- 
riers. He said it was still true that the rates charged on such 
shipments as were involved in the title case could not be 
checked. He said that in his judgment there was no competent 
evidence in the record before the Commission. Commissioner 
Brainerd also dissented. 


LOADING BY CRANES 


The Commission, in No. 25000, in the matter of loading and 
unloading of freight by means of hand cranes, electric cranes, 
electric gantry cranes, locomotive cranes, derricks, and by other 
means, and I. and S. 3684, use of cranes at Pennsylvania Rail- 
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road stations, has found unlawful the practices of class 1 car- 
riers in Official Classification Territory, except New England, 
in loading and unloading freight by means of cranes, derricks, 
and other such equipment. It has found unjustified Pennsyl- 
vania schedules providing for free loading and unloading filed 
so as to avoid the charge that the service was being performed 
without tariff authority. 

The report, written by Commissioner Mahaffie, finds justi- 
fied the proposal of the railroads to publish a uniform charge 
of fifty cents a ton, minimum $5 a shipment, for such services, 
the charge to apply at all stations where crane service is main- 
tained or furnished. 


COMMISSION REPORTS 
Worn-Out Bags 


I. and S. No. 3673, old bags from, to and between southern 
points. By division 2. Report by Commissioner Tate. Pro- 
posed revision, rates, old worn-out bags having no greater value 
than for conversion into second-hand cotton-bale covering, car- 
loads, within the south and between the south and official ter- 
ritory, found not justified. Suspended schedules ordered to be 
canceled and proceedings discontinued. 


Baskets 


I. and S. No. 3682, baskets or hampers between eastern 
points. By division 3. Proposed rates, fruit and berry baskets, 
carloads, between points in eastern trunk line territory and 
from points, eastern trunk line territory to New England, found 
justified except as hereinafter noted. Commission said the 
record failed to show that the proposed rates would result in 
undue discrimination and undue prejudice alleged by an Indi- 
ana protestant, and in undue preference to New York shippers. 
The finding of nonjustification is as to schedules in Pennsyl- 
vania I. C. C. No. 687 that would result in departures from 
section 4. The proceeding has been discontinued. 


Feeder Cattle 


No. 23046, Roland G. Hill et al. vs. A. T. & S. F. et al. By 
division 3. Rates, feeder cattle, Modena and Cedar City, Utah, 
and East Ely, Nev., to destinations in California, unreasonable 
in the past to the extent that they exceeded, to Woodford, 
Caliente and Allensworth and from East Ely to Allensworth, 
Calif., rates resulting from the application to a weight of 22,000 
pounds of distance rates prescribed for feeder cattle in the 
Concho case, 178 I. C. C. 501. Reparation awarded. 


Cotton-Card Strippings 

No. 24642, Julius Friedlaender Co. vs. T. & P. et al., and 
a sub-number, Justin E. Smith vs. New England Steamship Co. 
et al. By division 4. Less-than-carload rates, cotton-card strip- 
pings, Dallas, Tex., to Fall River, Mass., and Pawtucket, R. L., 
inapplicable. Applicable rates found to have been $1.53 to Fall 
River and $1.365 to Pawtucket. Reparation of $122.24 awarded 
to Julius Friedlaender Co. and $58.36 to Justin E. Smith. 


Spent Tan Bark 


No. 24628, Indiana Board of Agriculture (Indiana State Fair) 
vs. C. I. & L. By division 3. Dismissed. Rate, spent tan bark 
(ground), Louisville, Ky., to Indianapolis, Ind., not shown to have 
been unreasonable or unduly prejudicial. Complainant sought 
reparation. Commission said the fact that a rate of 12 cents 
replaced a rate of 17.5 cents after the movement was not suffi- 
cient in itself to support a conclusion that the rate assailed was 
unreasonable nor was that fact considered with the other evi- 
dence sufficient to justify such a conclusion. 


Imported Cement 


No. 24316, Hidalgo County Water Control and Improvement 
district No. 6 vs. St. Louis, Brownsville & Mexico et al. By divi- 
sion 3. Dismissed. Rate, imported portland cement, Corpus 
Christi, Tex., to Chihuahua, Tex., applicable and not unreason- 
able or otherwise unlawful. Intrastate rate, cement, from and to 
the same points, not unduly prejudicial or discriminatory against 
interstate commerce. An interstate rate of 22 cents was col- 
lected on this cement imported from Belgium. ‘Contempora- 
neously there was an intrastate rate of 16 cents. Complainant 
sought that rate for the future, the report said, and as the 
basis for reparation. 


Coal Briquettes Fourth Section 


Fourth Section Application No. 14731, coal briquettes from 
Kansas City, Mo. Applicants authorized, in fourth section order 
No. 10980, to establish and maintain rates on coal briquettes, 
Kansas City, Mo., to points in Kansas and Nebraska over their 
circuitous routes the same as over the direct routes, in instances 
where the rates over the direct tariff route are establishd on 
the basis of rates prescribed or approved in Standard Briquette 
Fuel Co. vs. A. T. & S. F., 182, I. C. C. 681, and maintain higher 
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rates at intermediate points subject to the usual circuity and 
lowest combination limitations. 


Glass Bottles 


No. 24804, Fairmont Glass Works, Inc., vs. C. C. C. & St. L. 
et al. By division 4. Rates, glass bottles of less than one gal- 
lon capacity, Indianapolis, Ind., to Atlanta, Ga., and Nashville, 
Tenn., over circuitous routes designated by complainant, not 
unreasonable. Rate, one carload, glass bottles, Indianapolis to 
Atlanta, over a direct route, composed of the Big Four and 
Southern, unreasonable to the extent it exceeded 65 cents. 
Reparation awarded. 


Oil Well Supplies 


No. 24708, M. J. Dulaney, Inc., vs. 1.-G. N. et al. By division 
4. Dismissed. Rates, oil-well supplies, Hobbs, N. M., to Glade- 
water and Arp., Tex., not unreasonable. 


Plate Glass 
No. 24700, A. B. Jones, as New York Plate Glass Co., et al. vs. 
Cc. R. I. & P. et al. By division 4. Dismissed. Rates, plate 
glass, Toledo, O., and Crystal City and Festus, Mo., to Oklahoma 
City, Okla., not unreasonable. 


Crushed Stone 


No. 24618, John S. Lane & Son, Inc., vs. N. Y. N. H. & H. 
et al. By division 4. Dismissed. Rate, crushed stone, West- 
field, Mass., to White Plains, N. Y., not unreasonable or unduly 
prejudicial. Commissioner Eastman dissented. 


Fibreboard Boxes 


No. 24438, Eggers-O’Flyng Co. vs. C. & A. et al. By division 
3. Dismissed. Rates and minima, corrugated fibreboard boxes, 
K. D., flat, Omaha, Neb., to Memphis, Tenn., not unreasonable. 


Tire Chains 


No. 24861, American Chain Co., Inc., vs. A. T. & S. F. 
et al. By division 4. Rates, automobile tire chains, East York, 
Pa., to Oklahoma City, Shawnee and Tulsa, Okla., inapplicable. 
Applicable rates, $1.495 to Oklahoma City and Shawnee ,and 
$1.345 to Tulsa, not in violation of the fourth section. Repara- 
tion awarded. 

Paint Spraying Booths 

No. 24887, Mahon Co. vs. Michigan Central et al. By divi- 
sion 4. Rate, carload, paint spraying booths, knocked down fiat, 
Detroit, Mich., to East Pennsylvania Junction, Pa., unreasonable 
to the extent it exceeded 49 cents, minimum 36,000 pounds. 


Crushed Marble 
No. 24911, Builders’ Association of Kansas City, Mo., Inc., 
vs. L. & N. By division 4. Dismissed. Rate, crushed marble or 
marble chips, also known as marble terrazzo material, Tate, 
Ga., to New Orleans, La., not unreasonable or otherwise unlawful. 
Manure 


No. 24414, American Sumatra Tobacco Corporation vs. L. & 
N. et al. By division 4. Rate, animal manure, New Orleans, 
La., to Havana, Hinson and Sharon, Fla., prior to January 1, 
1928, not unreasonable. Rate, like traffic from and to the same 
points after January 1, 1928, unreasonable to the extent it ex- 
ceeded $4.90 a ton, minimum 40,000 pounds. Reparation of 
$30.48 awarded. Commissioner Mahaffie noted a dissent. 


Raw Peanuts 


I. and S. No. 3679, peanuts to and from the southwest. By 
division 3. Proposed rates, raw peanuts, carloads, between 
the southwest in the one hand, and western trunk line, official 
and southeastern territories on the other, not justified. Sus- 
pended schedules ordered canceled and proceeding discontinued. 


Lime and Ground Limestone 


No. 19943, sub-No. 1, North American Cement Corporation 
vs. A. & R. et al. By the Commission. Second report on further 
hearing. Report by Commissioner Eastman. Findings in first 
report on further hearing, 163 I. C. C. 701, modified so as to 
authorize addition of emergency surcharges to rates therein pre- 
scribed on lime and ground limestone. Original report, 153 
I, C. C. 431. Order of June 9, 1932, amended accordingly. The 
question as to the applicability of the emergency charge arose 
in connection with the refusal of the Virginia commission to 
allow the surcharge to be imposed upon intrastate traffic. This 
report affirms the former findings of undue prejudice and pref- 
erence affirmed and finds that uniform addition of the surcharge 
to the intrastate rates is necessary to prevent the undue preju- 
dice and preference. New rates in accordance with the report 
are to be made effective not later than August 27. Commissioner 
Tate wrote a concurrence explaining his views. 


Logs 
No. 24824, A. K. Foss vs. N. C. & St. L. 
Rates, logs, Forest Mills and Summitville, 


By division 3. 
Tenn., to Chatta- 
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nooga, Tenn., via an interstate route, unreasonable for the fy. 
ture, but not in the past, to the extent they may exceed 7; 
cents from Forest Mills and 8 cents from Summitville, subjeq 
to a minimum of 40,000 pounds. Reparation denied. 
Clay 

No. 24542, George F. Bates vs. T.-N. M. et al. By division 
4. Clay, Finlay, Tex., to Jal and Hobbs, N. M., moved prior ty 
May 7, 1930, undercharged. Applicable rate $3.50 a net ton, 
unreasonable to the extent that it exceeded the through bric; 
list rates of $2.60 to Jal and $3 to Hobbs, which became ap. 
plicable to those points on May 7, 1930. Charges to be adjusted 
to those rates, and an estimated weight of 114.4 pounds a sack 
on a shipment to Eunice, N. M. 


Drilling Machine, Etc. 


No. 24842, Star Drilling Machine Co. vs. A. T. & S. F. e 
al. By division 3. Rate, oil-well drilling machine and accesgpo. 
ries, Frannie, Wyo., to Chanute, Kan., inapplicable. Applicable 
rate, $1.835, not unreasonable. Reparation of $83.39 awarded, 


Fine Coal 


No. 24428, State University of Iowa vs. C. R. I. & P. By 
division 3. Rates, fine coal, Atkinson, Ill., to Iowa City, Ia, 
unreasonable to the extent they exceeded $1.53 and for the 
future to the extent the rate may exceed $1.22. Reparation 
awarded. New rate to be made effective not later than Octo. 
ber 28. 

Citrus Fruits 


No. 22754, Nevins Fruit Co., Inc., vs. F. E. C. et al., and a 
sub-number, E. P. Porcher vs. Same. By the Commission. 
Dismissed. Upon reargument findings in original report, 173 
I. C. C. 589, that the rates, citrus fruits, carloads, Jay-Jay, 
Cocoa, and Titusville, Fla., to destinations in trunk line terri- 
tory were unreasonable, reversed. Question in this case was 
whether the defendants had complied with the Commission’s 
order in Florida R. R. Commissioners vs. A. & R., 144 I. C. C. 
603, decided July 10, 1928. In this report the Commission ex- 
pressed the opinion that they had complied with the order in 
that case. Commissioner McManamy dissented. 


Bituminous Coal 


No. 22045, Jackson Traffic Bureau, for Brannon Coal Co., et 
al. vs. A. G. S. et al. By division 4. Dismissed. Rates, 
bituminous coal, mines in Alabama, to Jackson, West Point and 
Starkville, Miss., not unreasonable. 


PROPOSED REPORTS 


Passenger Fares 


No. 24956, Great Northern Railway Co. et al. vs. S. P. et al. 
By Examiner W. A. Disque. Dismissal proposed. Failure or 
refusal of defendants to agree to joint complainants in round- 
trip passenger fares between Los Angeles, Calif., and eastern 
points with interchange arrangements at San Francisco, Calif., 
not unduly prejudicial. Complainants and defendants have 
joint round-trip passenger fares between Los Angeles and the 
east providing for interchange between the Great Northern and 
Southern Pacific only at Portland, Ore., the termini of both 
lines. Complainants, Disque said, sought to be able to permit 
passengers to use their route, soon to be completed, in lieu of 
the Southern Pacific route between San Francisco and Portland. 


Citrus Fruit 


No. 25108, Chandler Davis Co. et al. vs. A. C. L. et al. By 
Examiner Robert M. Furniss. Weights and charges, based 
thereon, citrus fruit, in bushel baskets, carloads, Clermont and 
Lakeland, Fla., to Portland, Me., unreasonable to the extent 
that the estimated weight exceeded 60 pounds a bushel basket. 
Reparation proposed. 

Cotton 

No. 24994, Dominion Textile Co., Ltd., C. M. Owen, agent, 
vs. M. & N. A. et al. By Examiner T. Naftalin. Dismissal pro- 
posed. Rates, cotton, Searcy, Ark., to East St. Louis, IIl., stored 
in transit and subsequently reshipped to points in the Province 
of Quebec, Canada, not unreasonable or otherwise unlawful. 


Ammonium Sulphate 


No. 25151, N. S. Koos & Son Co. vs. C. & N. W. By Ex- 
aminer L. B. Dunn. Rates, ammonium sulphate, carloads, Wau- 
kegan, Ill., to Kenosha, Wis., inapplicable. Applicable rate, 9.5 
cents, unreasonable to the extent it exceeded 6 cents. Repara- 
tion of $33.13 proposed. 

Wheat 

No. 24588, Henderson Milling Co. vs. B. & O. et al. By 
Examiner Harold M. Brown. Rates, wheat, points in Michigan 
and Indiana to Baltimore, Md., between July 30 and August 20, 
1929, for export, proposed to be found inapplicable but not unrea- 
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sonable. Proposed to be found that the domestic rates, on 
minima varying from the minima on export shipments, were 
applicable, because all but one shipment were sold in the 
domestic market. Reparation proposed. 


Cabbage 
No. 22536, John S. Moon Co., Inc., vs. S. A. L. et al., No. 
92602, Bluefield Produce & Provision Co. vs. N. & W. et al. and 
a sub-number, Same vs. Norfolk Southern et al. By Examiner 
Carl A. Schlager. Dismissal proposed. Upon rehearing, pro- 
posed that findings in original report. 179 I. C. C. 185, as to 
rates for the future on cabbage, in bulk, carloads, Meggetts, 
g.C., to Lynchburg, Va., and in packages, in carloads, Primrose, 
Gibsonia and Jahnz, S. C., to Bluefield, W. Va., be reversed. 
Rates not unreasonable or otherwise unlawful. Findings for 
the future, as to cabbage, Morehead, N. C., to Bluefield, proposed 
to be reversed. Rate proposed to be found in contravention of 
section 4 but not otherwise unlawful. Complainant not dam- 
aged thereby. Proposed findings to be without prejudice to 
any different conclusions in I. & S. No. 3705, a case bringing 

into the question rates on cabbage. 


Potatoes 


No. 24868, J. C. Famechon Co. vs. D. & R. G. W. et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, one 
carload, potatoes, Silt, Colo., consigned to Pueblo, Colo., diverted 
to Kansas City, Mo., again diverted to Pryor, Okla., and 
thence diverted to El Paso, Tex., applicable and not unreason- 
able. Shipment not misrouted. 


Strawberries 


No. 24974, Sweeney Lynes & Co. vs. N. Y. N. H. & H. et al., 
and a sub-number, Spooner-Drake Co. vs. Same. By Examiner 
Charles A. Rice. Dismissal proposed. Rate, strawberries, 
Mauricetown, Cedarville, Fairton and Newport, N. J., to Boston, 
Mass., not unreasonable or otherwise unlawful. 


Cement 


No. 24949, Medusa Portland Cement Co. vs. Ahnapee & 
Western et al. By Examiner Paul A. Colvin. Rates, sixty-eight 
carloads cement, Bay Ridge, O., to various points in Wisconsin, 
proposed to be found inapplicable in certain instances and cer- 
tain of the applicable rates proposed to be found unreasonable. 
Inapplicable rates set out in an appendix not herein reproduced. 
Rates proposed to be found unreasonable to the extent they 
exceeded combinations made up of a proportional of 13 cents, 
applicable from Bay Ridge to Manitowoc, Wis., and the rates 
beyond, with both factors treated by the combination rule. 
Reparation proposed. Adjustment resulting from use of the 
combination rule, the examiner said, would rectify outstanding 
overcharges and undercharges. 


Crude Clay 


No. 24422, City of St. Petersburg, Fla., vs. A. C. L. et al. 
By Examiner Herbert P. Haley. Rate, crude clay, Macon, Ga., 
to St. Petersburg, Fla., was, is, and will be unreasonable to 
extent it exceeded, exceeds, or may exceed $3.10 a net ton. Rates 
for the future and reparation of $34.34 recommended. 


Roofing Paper, Asphalt, Etc. 


No. 17642, El Paso Freight Bureau et al. vs. A. T. & S. F. 
et al, embracing also a sub-number, Momsen-Dunnegan-Ryan 
Co. vs. Same et al. By Examiner William A. Disque. Rates, 
prepared roofing, building and roofing paper, asphalt, and similar 
articles grouped therewith, East St. Louis, Madison, and Chi- 
cago, Ill., New Orleans, La., and Lockland, O., to El Paso, Tex., 
unreasonable to the extent they exceeded 70 cents from East 
St. Louis and Madison, 81.5 cents from Chicago and Lockland, 
and 69 cents from New Orleans. Reparation recommended. 


Strained Honey 
No. 24319, Dixie Syrup Co. vs. A. B. & C. et al. By Examiner 
W. H. Smith. Dismissal proposed on finding not unreasonable 
ratings and rates, applicable on strained honey, carloads and 
less than carloads, Waycross, Ga., La Belle, Fla., and Houma, 
La., to Florence, Ala. 
Grain and Products 


No. 24567, Henry Lichtig & Co. vs. M. P. By Examiner T. 
Leo Haden. Rates, grain originating at points in Kansas, Okla- 
homa, and Colorado, milled, stored, sacked, or otherwise treated 
in transit at Kansas City or Lamar, Mo., and reshipped to points 
in Kansas and Missouri, inapplicable. Charges collected illegal 
to extent they exceeded those which would have accrued at the 
applicable through rates from and to the respective points as 
published in defendant’s tariff. Reparation recommended. 


Hides, Skins, Etc. 


No. 24386, Liberty Hide & Fur Co. et al. vs. A. T. & S. F. 
et al. By Examiner Paul Coyle. Rates, green or green-salted 
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hides; green or pickled sheep pelts, goat skins, and sheep skins; 
salted, pickled, smoked, green, or fresh hog and pig skins; cattle 
switches; and cattle tails, in straight or mixed carloads, Aber- 
deen, S. D., to Chicago, Ill., and Milwaukee, Wis., not unrea- 


sonable. Rate, same commodities, in straight or mixed car- 
loads, Aberdeen to St. Louis, Mo., was and is unreasonable to 
the extent it exceeded, exceeds or may exceed 63 cents. Rates 
and reparation recommended. 


Cattle 


No. 22716, W. K. Dickinson vs. A. T. & S. F. et al., embrac- 
ing also No. 22731, J. J. Lane vs. K. C. M. & O. of Texas et al. 
By Examiner William A. Disque. Recommends denial of repara- 
tion on shipments of range or stocker cattle, from Whitewater, 
N. M., to Lubbock and Seagraves, Tex., and from Willcox, Ariz., 
to Crowell, Tex., on account of lack of proof as to complainants 
paying or bearing the freight charges. 


FORT WORTH BELT CONTROL 


The Commission, by division 4, in Finance No. 8948, Fort 
Worth Belt Railway Co. control, has authorized the Texas & 
Pacific to acquire 60 per cent of the stock of the Fort Worth 
Belt Railway Co., on condition, among others, that it pay not 
more than $700,000 for that stock, instead of the $900,000 men- 
tioned in “an option to purchase capital stock” given by the 
Republic National Surety Co. to the Texas & Pacific, permitting 
acquistion of 2,400 shares of the belt stock for the larger sum 
mentioned. 

“The action of the Texas & Pacific, in obligating itself by 
contract to assume liability for the payment of the agreed pur- 
chase price prior to submitting that question for our considera- 
tion, deserves censure,” says the Commission’s report. “This 
provision of the contract was an ill-advised attempt to circum- 
vent and flaunt the statute.” 

The other 40 per cent of the capital stock of the belt, the 
report says, has been purchased by the Missouri Pacific. 

Among other conditions imposed in the permission to acquire 
are that the Texas & Pacific shall maintain the corporate entity 
of the belt company as a separate operating unit, but that the 
T. & P. may utilize its own organization in supervising the 
operations and in directing the affairs of the belt and may 
employ its own forces, facilities and equipment in effecting 
overhead, operating and other economies, with a responsible 
representative of the belt located in Forth Worth so as to 
preserve for the shippers direct access to railroad officials; that 
the present neutrality in the handling of traffic shall be pre- 
served and do other things so as to preserve the road for the 
use of all lines. The last condition in the list of seven imposed 
is that any party to this proceeding or any person having an 
interest in the subject matter at any future time may make 
application for modification of any of the conditions. 

Disposition of this belt line is one of the results of the decree 
of the Supreme Court of the United States in Swift & Co. vs. 
United States, 276 U. S. 311 (48 S. Ct. Rep. 311), requiring big 
packing interests to dispose of their stock interests in stockyards 
and terminal railroads. The Commission said that while the 
belt railroad was projected as a belt line, it was in fact a plant 
facility built to serve stockyards, meat packing plants and allied 
interests in North Fort Worth. The belt line stock, the report 
said, was owned for many years by the Fort Worth Stock Yards 
Co. Swift & Co., it said, had officers in common with the stock- 
yards company and that stockholders in Armour & Co. were 
also stockholders in the stockyards company. In accordance 
with the court decree the stock was handled through a bank and 
surety company in Dallas until, as before set forth, the Texas & 
Pacific obtained the option to buy 60 per cent of the stock for 
$900,000. ; 

The Texas & New Orleans (Southern Pacific) intervened 
in opposition; the Katy, the Cotton Belt, the Frisco, the Fort 
Worth & Rio Grande and the Fort Worth & Denver City inter- 
vened in opposition to unconditional grant of the application. 

The Commission said that substitution of carrier for indus- 
trial control was to be favored, but it said it did not regard the 
consideration proposed to be paid as just and reasonable, point- 
ing out that the belt line’s general balance sheet as of March 
31, 1932, showed a total investment of $883,784. 


M. P. LITTLE ROCK EXTENSION 


The Commission, by division 4, in Finance No. 8682, Mis- 
souri Pacific Railroad Co. proposed extension, has found that 
the present and future public convenience and necessity have 
not been shown to require the construction, by the Missouri 
Pacific, of an extension of its line about 3,810 feet in Little 
Rock, Ark., to a site it has acquired with a view to constructing 
a better freight house and terminal. 

The Chicago, Rock Island & Pacific intervened in opposi- 
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tion. It objected because it claimed that the extension would 
interfere with the operation of its main transcontinental freight 
line and invade industrial territory now exclusively served by 
it. The Missouri Pacific denied, said the report, that those 
contentions had merit. 

This denial by the Commission is without prejudice to a 
renewal of the prayer whenever it can be shown that the Rock 
Island will not cooperate with the Missouri Pacific in the for- 
mation of a proper plan whereunder the latter will obtain, as 
the report says, more adequate and satisfactory terminal facil- 
ities at Little Rock. 

A union freight terminal, operated by a jointly-controlled 
subsidiary, the Commission suggested, might be the best way 
to solve the difficulty. Consummation of the applicant’s project 
aS proposed, the Commission said, would put the Rock Island 
at a considerable disadvantage in obtaining traffic now and 
hereafter available in a disputed area and would interfere seri- 
ously with the operation of its main line. There was no show- 
ing, said the report, of any such urgent or compelling need as 
might justify subordination of the Rock Island’s efficiency in 
operation and prospects of future development in the manner 
contemplated. The Missouri Pacific, the report said, had estab- 
lished the fact that its present freight facilities were inadequate 
and could not be enlarged and improved satisfactorily in its 
present location. It needed more room, said the report. It 
had failed, however, to prove that, upon the whole, its proposed 
extension of lines and relocation of facilities would be in the 
public interest. The Rock Island, the report said, had un- 
doubted rights by virtue of its relatively favorable location, 
and not only the right but the duty to carry on efficient operation 
of its existing plant. The public, the Commission added, should 
have adequate and convenient means of reaching the freight 
stations, warehouses and team tracks of both carriers. A differ- 
ent solution, the Commission said, should be found. The situa- 
tion, it further said, required cooperation between the two Car- 
riers rather than unreasonable insistence upon measures harm- 
ful to one or the other or both, and, in the long run, detri- 
mental to the public. 

The Commission said that it had been judicially determined 
that the track of the Missouri Pacific would constitute an ex- 
tension of its line within -the meaning of section 1 (18), in 
Missouri Pacific vs. C. R. I. & P. 41 Fed (2d) 188, a case which 
the Supreme Court of the United States had refused to review 
on certiorari. 


NIAGARA GORGE RAILROAD 


The Commission, by division 4, in Finance No. 9003, Ni- 
agara Gorge Railroad Co. control, has denied the application 
of the Niagara Junction Railway Co. for permission to acquire 
control of the railroad properties and franchises of the Niagara 
Gorge Railroad Co., under lease for 99 years, on the ground 
that the acquisition would not be in the public interest. 

The applicant is a freight switching line, using electric 
motive power, skirting the city of Niagara Falls, N. Y. Its 
stock is owned by the Niagara Falls Power Co., which, in turn, 
is owned, according to the report, by the Buffalo, Niagara & 
Eastern Power Corporation. 


The Gorge is a scenic railroad, not connected with the line 
of the applicant, operating in the Niagara River gorge. Several 
years ago, the report said, the Niagara Falls Power Co., on 
account of the value of the land of the Gorge railroad, in future 
water power development, acquired the property of the Gorge, 
for $1,949,000. The report said the properties of the Gorge 
were not considered worth that much for railroad purposes, 
but due to the value of the riparian rights of the land the 
power company paid that much for the Gorge. The applicant 
has no funded debt. 

Counsel for the applicant, the report said, argued with 
great earnestness that operation under the terms of the pro- 
posed lease was necessary to avert possible abandonment of 
the scenic railway. The Commission pointed out that although 
the power company bought the securities of the scenic railway 
for the primary purpose of acquiring land and riparian rights 
as an investment separate and distinct from the Gorge’s rail- 
road properties, the value of the properties representing this 
separate investment had been merged in the Gorge’s invest- 
ment and equipment account for many years. Consequently, 
it said, it was clear that the Gorge had been carrying certain 
burdens that should have been borne by the power company, 
adding that it was obvious that the figures indicating net in- 
come deficits, shown in the report, did not represent the true 
losses from operation of the railroad properties of the Gorge. 

The Commission said that the so-called joint operation 
would result in probable savings of $17,100 annually. It said 
there was no affirmative evidence that a single patron of either 
line of railroad would be directly benefited thereby. It was 
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difficult, said the report, to conceive the advantage of joint 
operation of two lines having no physical connection, no ¢. 
ordination of service, and no functions to perform in commop 
with each other. It said the record failed to show why the 
power company, exercising complete control over the two raj. 
roads, could not effect substantially the same economies in the 
operation of the two lines without the necessity for the pro. 
posed 99-year lease. The report said the instant case presented 
a unique situation, admittedly without precedent. 


CASINGHEAD GASOLINE TRACK 


Asserting that the record did not contain proof necessary 
on which to base a finding that public convenience and neces. 
sity required the construction of a track at Port Arthur, Tex, 
over which the Texas & New Orleans could haul casinghead 
gasoline to the Guif Refining Co. plant, Examiner Haskell ¢, 
Davis, in Finance No. 8995, Texas & New Orleans Railroad Co, 
proposed construction, has recommended that the Commission 
deny the application for permission to build a track about 1,059 
feet long at an estimated cost of $9,498. The object was to 
build an additional track over which casinghead gasoline could 
be routed so as to enable the Southern Pacific system, through 
its subsidiary, the applicant, to route its traffic so as to meet 
the requirements of the Gulf company in the handling of such 
traffic. 

The proposed track would connect with the Kansas City 
Southern, which is able to make deliveries of the dangerous 
gasoline in such a way as to meet the requirements of the 
Gulf with a view to reducing the fire hazard to its plant. In- 
asmuch as both companies deliver to a Gulf industrial track 
the industry is able to control the routing. 

Davis said that in the last five years the Southern Pacific 
had been unable to handle any casinghead gasoline for the 
Gulf except a few cars delivered to the Kansas City Southern 
at Beaumont, Tex. To end this disability the Southern Pacific, 
through its subsidiary, asked for authority to build the track. 

The Kansas City Southern and its subsidiary, the Texar- 
kana & Fort Smith, opposed issuance of a certificate, claiming 
that the proposed arrangement would increase operating ex- 
pense: and probably increase the hazard in handling the Gulf’s 
casinghead gasoline. It said the new track would not expedite 
or facilitate the movement of traffic. 

Davis said that the only testimony came from the railroad 
men and that the Gulf had not disclosed its attitude. He said 
the volume of the traffic was small, about a carload a day. 

It might be presumed generally, said Davis, that all ship- 
pers desired competitive service and that such service was in 
the public interest provided that its benefits were not out- 
weighed by capital waste and increased operating cost. In the 
present case, he said, it was not possible to determine where 
the interests of the Gulf lay and that there was nothing to 
show that it would give any of its casinghead gasoline business 
to the applicant if the proposed connection were built. It 
might prefer, he said, to receive its whole supply over the 


present route where there was no question of danger to its 
plant. 


REVISED O’FALLON DECISION 


If a proposed report by Examiner P. A. Conway in Finance 
No. 3908, excess income of Saint Louis and O’Fallon Railway Co., 
and Finance No. 4026, excess income of Manufacturers Railway 
Co., made public July 28, is approved by the Commission, the 
O’Fallon will be ordered to pay about $28,000 less in excess net 
railway operating income to the government for the last ten 
months of 1920 and the years 1921, 1922 and 1923, than it was 
ordered to pay in the original proceeding in which the Supreme 
Court annulled the order on the ground that no consideration 
had been given by the Commission to cost of reproduction. The 
present report also covers the years 1924, 1925, 1926 and 1927, 
which were not covered in the original proceedings. 

After the decision of the Supreme Court in St. Louis & 
O’Fallon R. Co. vs. U. S., 279 U. S. 461 (49 S. Ct. Rep 384), 
the Commission, on February 10, 1930, issued an order reopening 
the case for further hearing and extending the scope of the pro- 
ceeding to include the calendar years 1924 to 1927, inclusive. 
The present proposed report is the result of that action. 

Examiner Conway recommends that the Commission now 
find the value of the O’Fallon in this proceeding, as a base for a 
recapture order, to be as follows: Last ten months of 1920, 
$1,200,000 as against $856,065 found by the Commission in the 
original decision; $1,200,000 for 1921 as against the Commission 
valuation of $875,360; $1,180,000 for 1922 as against the Commis- 
sion valuation of $978,874; $1,140,000 for 1923, as against the 
Commission valuation of $978,246. 

For the additional years covered by the present report the 
examiner recommends that the Commission find value as follows: 
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1924, $1,160,000; 1926, $1,090,000, and 1927, 
$1,090,000. 

The recommended finding as to the amount for each year 
constituting 6 per cent of the values found by the examiner 
follows: Last ten months of 1920, $57,141.36 (based on the pro- 
portion of 6 per cent that the net railway operating income for 
the months of March to December, both inclusive, in the three 
years ending June 30, 1917, bears to the total net railway operat- 
ing income for the said three years, viz.: 79.363 per cent); 1921, 
$72,000; 1922, $70,800; 1923, $68,400; 1924, $69,600; 1925, $67,200; 
1926, $65,400; 1927, $65,400. 

The recommended finding as to net railway operating income 
follows: Last ten months, 1920, $147,519.89 (same as in Com- 
mission report); 1921, $182,726.73 (same as in Commission re- 
port); 1922, $165,123.47 (same as in Commission report); 1923, 
$169,103.98 ($147,653.98 in the Commission report); 1924, $129,- 
158.14; 1925, $100,953.13; 1926, $166,505.56; 1927, $52,231.48. 

The recommended finding as to recapturable excess income, 
representing one-half the net railway operating income in excess 
of 6 per cent on the value found, follows: Last ten months of 
1920, $45,189.27 as against $53,377.98 found by the Commission; 
1921, $55,363.37 as against $65,102.56 found by the Commission; 
1922, $47,161.74 as against $53,195.51 found by the Commission; 
1923, $50,851.99 as against $55,204.61 found by the Commission; 
1924, $29,779.07; 1925, $16,876.57; 1926, $50,552.78; 1927, no excess 
found by examiner. 

The examiner recommended that the Commission approve 
estimated costs of reproduction new and less depreciation of 
the O’Fallon property, exclusive of land, as determined by the 
Bureau of Valuation on the period-price basis, as follows: 


1925, $1,120,000; 


Cost of Cost or 
Reproduction Reproduction Less 
Date New Depreciation 

ME MRS ic -Siccin od ag eas Routan eer $1,748,109 $1,235,023 
Ne Ree Sere eee eee 1,754,667 1,216,185 
SN Gs I soi ao sid.ain dices s SGuane sis eee 1,680,653 1,223,156 
eer oe eee 1,673,987 1,192,953 
MU PO Noss ols a. ooann'icsclatasaraig saeicewaicee 1,662,681 1,150,556 
a Be eee 1,695,858 1,156,104 
Ee ei ne eee 1,695,411 1,110,558 
ES, ANNs, NE aiisa a diatsio sia 5a diece a saceacu a 1,702,950 1,093,496 
SE le, MI wwii ces kcewbadeccceveson 1,725,453 1,075,662 


In its O’Fallon decision the Commission showed cost of 
reproduction new and less depreciation of the O’Fallon, exclusive 
of land, as follows: 


Cost of Cost of 
Reproduction Reproduction Less 
Date New Depreciation 

en ee ere $927,884 $678,506 
NS ly, Is oo 5 oie sisinisie w psik'e wie nmeiesie wn 936,732 658,531 
RE ME ganaccaiie A wie oon ncsaatenagen 950,553 692,923 
ee SR ee a 951,974 674,769 
es Wl Eo shined sie os pa dS are ose eine prawes 940,708 645,466 


Single System Issue 


The issue as to whether the O’Fallon and the Manufactur- 
ers Railway Co. were under common control and management 
and operated as a single system within the meaning of para- 
graph (6) of section 15a, was raised again in this proceeding. 
The Commission held that the two carriers were not operated 
as a single system and this finding was sustained by the Supreme 
Court. The examiner said evidence presented by the respondents 
in support of their contention that the two lines were operated 
as a single system did not warrant a reversal of the Commis- 
sion’s finding and he recommended affirmation of it. 


Original Cost to Date 


In the Commission’s report it found that it was unable to 
determine the original cost to date, as the necessary records were 
not obtainable. The examiner said that condition still existed 
but that for the purposes of this proceeding the Bureau of Valua- 
tion had endeavored to determine the probable cost to date. As 
to the O’Fallon property, the original cost estimates follow: 
February 29, 1920, other than land, $963,690, and land and 
assessments for public improvements, $36,702; December 31, 
1920, other than land, $982,623 and land, etc., $36,702; December 
31, 1921, other than land, $1,096,845 and land, etc., $36,702; 
December 31, 1922, other than land, $1,098,300 and land, etc., 
$36,702; December 31, 1923, other than land, $1,071,876 and land, 
etc., $36,702; December 31, 1924, other than land, $1,105,295 and 
land, ete., $36,702; December 31, 1925, other than land, $1,104,- 
700, and land, etc., $36,702; December 31, 1926, other than land, 
$1,122,207, and land, etc., $36,694. 

The examiner said respondents objected to a set-up of 
original cost as made by the Bureau of Valuation. 


Cost of Reproduction 


The Bureau of Valuation, said the examiner, submitted 
exhibits showing estimated costs of reproduction new, and that 
in preparing these estimates the inventories of property used 
in the primary valuation cases were adopted as the bases and 
appropriately revised for each recapture period to take care 
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of property changes occasioned by additions and betterments 
and retirements. Prices as of 1914 were then applied to the 
quantities in each primary account in the inventories thus pre- 
pared and provision was made for the necessary engineering 
and overhead costs. The examiner said these costs estimates 
were then brought up to the various recapture dates by apply- 
ing to the primary accounts factors reflecting the increases over 
1914 in prices prevailing during the periods under considera- 
tion. He said the general method of pricing employed by the 
bureau in estimating cost of reproduction new of carrier prop- 
erties for recapture purposes was exhaustively explained by a 
witness at the hearing in Finance No. 3765, excess income of 
Illinois Terminal Railroad Co., and that this testimony and 
accompanying exhibits had been physically incorporated in the 
record in this case. 

“From this source,” he continued, “it appears that the under- 
lying cost data fall into two groups, viz., that covering the 
period 1900 to 1914 for use in section 19a proceedings, and that 
subsequent to the latter date and including the recapture years 
herein involved. From these data unit prices were developed 
for the recapture years and converted into multipliers for con- 
venient use to apply against estimated costs on the basis of 
1914 prices.” 

The examiner said the unit prices underlying the estimated 
costs of reproduction were derived from a study of railroad 
construction and maintenance costs during a period of years 
including the recapture years, obtained from contracts executed 
by carriers, final estimates and carriers’ returns to various 
valuation orders of the Commission. Additional cost data con- 
sisted of quotations from recognized trade journals and from 
manufacturers of equipment and materials used in railroad con- 
struction and were used mainly to test the reasonableness of 
unit costs determined primarily from carriers’ contracts and 
records of costs. The examiner said the average unit prices 
eventually determined in the above manner were denominated 
“period prices” because their ascertainment involved the con- 
sideration of prices current prior to and subsequent thereto, 
as well as during the recapture year in question. 

After further discussing the methods used in determining 
“period prices” the examiner said that as distinguished from 
“period prices” what were known as “spot prices” were ascer- 
tained by a consideration only of cost data within a particular 
year. The respondents contended that the estimated costs of 
reproduction new for the year 1920 should be arrived at by the 
use of “spot prices.” The examiner said that as to the other 
years involved no issue was raised. 

“Property values do not instantaneously respond to fluctua- 
tions in the cost to reproduce,” said the examiner. “Prices ad- 
vanced sharply in 1920 and were abnormally high and of brief 
duration. On the other hand, prices in 1921 and 1922 reflect a 
decided slump. In the instant case the necessity of a forecast 
of prices is obviated and the Commission is fortified with 
knowledge after events. It is, therefore, able, from a considera- 
tion of prices over a period of years, to determine with sub- 


‘stantial accuracy normal period prices, giving to the prices 


obtaining in 1920 only such consideration as will not impair 
their usefulness in determining a reproduction cost that could 
be accepted as some measure of the value of the property. By 
the same token the value of the property should not be de- 
pressed commensurate with the decided and temporary reces- 
sion of prices in 1922.” 

The examiner pointed out that in the excess income case 
of the Richmond, Fredericksburg & Potomac, the Commission 
had concluded that the period price basis was the more pref- 
erable in estimating the cost of reproduction new necessary to 
a finding of value of the property. Approval of land values of 
the O’Fallon as follows was recommended: $48,010 for years 
1920 to 1923, inclusive; $62,516 for the years 1924 to 1926, in- 
clusive, and $72,483 for 1927. 

The examiner said the respondents contended for inclusion 
of $25,000 cash working capital in the value of their properties 
for each recapture period. He said there was no evidence of 
record that would support that estimate. 

The facts of record, according to the examiner, did not 
sustain the O’Fallon’s contention for the inclusion of a specific 
sum for going value. He said that in determining the final 
values stated in the report the fact that the railroad was a 
going concern in operation had been given due consideration. 

The O’Fallon contended that dominant consideration should 
be given to reproduction cost, and further, that original cost, 
even were it known, was not a relevant fact in this case because 
of the great rise in prices during the post-war period. The 
examiner said that the authorities cited in brief and relied on 
for support were analyzed in the Commission’s discussion of 
final value in the R. F. & P. case and the conclusion reached 
that in no case brought to its attention had the Supreme Court 
ruled as to the specific weights to be given cost of reproduction 
and original cost. He said that in the O’Fallon decision the 
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Supreme Court annulled the Commission’s valuation of that 
road because, in its opinion, no consideration had been given to 
cost of reproduction, but expressly declared the weight to be 
accorded thereto was not before it. In that decision, he said, 
it was stated that the elements of value recognized by the law 
of the land for rate-making purposes were pointed out in Smyth 
vs. Ames, and that this case required, in order to ascertain 
rate-making value, a comparison between the present and 
original cost of construction. Following its decision in the 
R. F. & P. case, the examiner said, the Commission should value 
the properties used by the respondents in the service of trans- 
portation during the recapture years by according such weight 
to the present cost and original cost of construction as was 
in its judgment justified by the record in this case. 

The examiner ruled against a contention of respondents that 
if depreciation was deducted by the Commission in determining 
the value of their properties they were entitled to make annual 
charges to depreciation based on replacement cost to compen- 
sate for the actual wastage of property reflected in the Bureau 
of Valuation’s estimated cost of reproduction less depreciation. 
He said there was no evidence in this case tending to show 
that any confiscation of property would result from the Commis- 
sion’s refusal to make the adjustments of income contended for 
by the respondents. He said the determination of their net 
railway operating income in accordance with the Commission’s 
accounting classification and apparently in consonance with the 
legislative intent should be approved. 

The examiner said it appeared from the record that the 
respondents in computing taxable income for the purpose of 
federal income tax made no deductions therefrom on account 
of any estimated or actual liability to the Commisison on account 
of recapturable excess income during the recapture periods 
under consideration. He said recapturable excess earnings con- 
stituted a part of a trust fund held for the United States under 
section 15a and were not taxable and to the extent that federal 
income taxes had been paid thereon the trust fund belonging 
to the United States had been depleted. He said the Commis- 
sion should reserve the right and declare it to be its purpose 
to preserve and recover the portion of such over payment be- 
longing to the United States under section 15a, in the event 
of a refund to the carriers. 

The examiner found that the Manufacturers’ Railway Co. 
had no excess income in the period under consideration. The 
Commission found in its report that the Manufacturers’ Railway 
had no excess income in the period covered by that report. 
Value for rate-making purposes of the manufacturers was found 
as follows by the examiner: Last ten months 1920, $2,180,000; 
1921, $2,150,000; 1922, $2,030,000; 1923, $2,050,000; 1924, $2,190,- 
000; 1925, $2,200,000; 1926, $2,190,000; 1927, $2,160,000. 


LOANS TO RAILROADS 


(Continued from page 190) 
mission in Finance No. 6677, Wichita Falls & Southern Railroad 
Securities, dated July 23. 

The Commission, by division 4, upon further consideration, 
in Finance No. 9375, Texas, Oklahoma & Eastern Railroad Co. 
reconstruction loan, of the applicant’s request for a loan of 
$217,477, has approved a loan of $108,740, the proceeds to be 
applied toward the discharge of the applicant’s indebtedness to 
the Choctaw Lumber Co. The loan is to be secured by the 
pledge of not less than $110,000 of bonds to be issued on a first 
mortgage upon the applicant’s property, a like amount of the 
first mortgage bonds of the DeQueen & Eastern Railroad Co., 
and the unrestricted endorsement of the Dierks Lumber & 
Coal Co. 

This application was denied on May 26 on a finding that 
the loan would not be adequately secured. Although the appli- 
cant contended that the security offered was adequate it offered 
additional security which the Commission considered. The 
money was desired to discharge a debt to the Choctaw Lumber 
Co., a subsidiary, said the Commission, of the Dierks Lumber 
& Coal Co., which controlled the applicant. 

The Fort Smith, Subiaco & Rock Island Railroad Co. has 
applied for a loan of $75,000 from the Reconstruction Finance 
Corporation for three years to pay notes, taxes, etc. 

The receiver of the Ohio & Kentucky Railway Co. has ap- 
plied for a loan from the Reconstruction Finance Corporation, 
of $65,066, for three years, to pay wages, accounts, and out- 
standing receivers’ certificates. 

On further consideration in Finance No. 9166, Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company reconstruction 
loan, the Commission, by division 4, has approved an additional 
loan of $5,000,000 to that carrier on its application for $15,329,- 
608.84. In the prior report in this application the Commission 
approved a loan of $2,300,000, without prejudice to additional 
loans on this application, which also embraces an application 
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of the Wisconsin Central Railway Co. The money is to be 
used in paying one-half of $10,000,000 one-year secured notes, 
The applicant said that it had made arrangements with the 
holders of the notes to accept one-half their face in cash and 
new two-year 6 per cent notes, secured by $6,250,000 of its 
first mortgage refunding bonds, the latter bearing the uoncon- 
ditional guaranty of the Canadian Pacific. 

In the application as amended the carrier asked for $10. 
525,629.07 to take care of the one-year notes before mentioned, 
equipment obligations and taxes. When it made arrangements 
to pay half on the $10,000,000 of one-year notes and extend the 
remainder of that loan for two years, it also made arrange. 
ments under which it expected to take care of the equipment 
trust obligations and tax items. 


As security for this loan the applicant is to pledge $6,250,000 
of its first refunding mortgage 5.5 per cent bonds, payment of 
interest on which is guaranteed by the Canadian Pacific, and 
make the securities pledged for the previous loan of $2,300,000 
also liable for this one. 


The Commission, by division 4, in Finance No. 9477, 
Savannah & Atlanta Railway receiver reconstruction loan, has 
approved conditionally a loan of $276,200 on his application for 
a loan of $828,761.10, the money being desired to pay taxes, 
receiver’s certificates, priority claims including interest, unpaid 
vouchers and car service and traffic balances. The Commission 
came to the conclusion that it should approve a loan of $276,200, 
secured by $500,000 of receiver’s certificates, for the payment of 
taxes and accrued interest, unpaid vouchers and car service 
and traffic balances due other lines. A condition of the loan 
is that before any advance is made upon it that the receiver 
deposit with the Reconstruction Finance Corporation an agree- 
ment of the holders of the overdue receiver’s certificates, or 
other evidence satisfactory to the corporation, that such cer- 
tificates in the amount of $500,000 will be extended to a maturity 
date not earlier than the maturity date of the loan so condi- 
tionally approved. 

The Commission, by division 4, in Finance No. 9275, Greene 
County Railroad Co. reconstruction loan, has approved a loan 
of $17,165, based on an application for $40,000, of which $20,335 
was to have been used to repay, in part, advances by Forest 
Greene, the advances amounting to $42,477. The proceeds of 
the loan are to be used in paying audited vouchers for wages, 
taxes, locomotive rent and cross ties, a bank loan and repay a 
balance of $6,000 on a section 210 loan from the federal treasury. 
The loan is to be secured by the deposit of $94,000 of the appli- 
cant’s first mortgage 6 per cent bonds, endorsed by Forest 
Greene, who is also to waive interest payments on the pledged 
bonds for the life of the loan. 

In an amended application in Finance No. 9267, the Ten- 
nessee Central has reduced its application for a loan from 
$300,000 to $250,000 to pay principal and interest on equipment 
obligations, interest and claims, and bills for materials, sup- 
plies, etc. 

The Commission, by division 4, in Finance No. 9370, Stock- 
ton Terminal and Eastern Railroad reconstruction loan, in 
approving a loan of $40,750 for three years, in its conclusions, 
stated a restriction upon the amount of salaries that might be 
paid to executives, officials and staff assistants while the loan 
remained unpaid. Under the caption, “conclusions” it said it 
concluded: 


That throughout the period during which the loan remains unpaid 
the applicant should agree with the Reconstruction Finance Corpora- 
tion that the amount of salaries paid to executives, officials and staff 
assistants shall not be greater in relation to the total payroll than 
like salaries paid during 1931. 


This is the first limitation of that sort that has been placed 
in a loan report. The question of salaries came up in a discus- 
sion of the forecast the applicant had made of earnings in 1932. 
That forecast showed an estimate of net income of $7,394 after 
payment of interest charges. Results from 1927 forward were 
included in the forecast discussion, 

An examination of the applicant’s accounts and salary out- 
lay, the report said, showed that reductions in salaries paid 
officials in 1931 were $9,610 when compared with 1930, and 
$8,655 when compared with 1929. From 1927, when five employes 
listed as officials received $12,979 out of a total payroll amount- 
ing to $26,769, to 1930, when $15,770 out of $29,541 was paid 
those same employes, the report said, the overhead or super- 
visory expenses represented 50 per cent of the total payroll. 
The total payroll expense for 1931, the report said, was $18,049. 
compared with $29,541 for 1930, and the officials were reduced 
from five to three, and their compensation from $15,770 to 
$6,160. In the forecast for 1932, the report added, the outlay 
for salaries was $16,950. The ability of the applicant to operate 
its property during the period it sought a loan as profitably 
as that forecast for 1932, the Commission said, would require 
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that the overhead costs remain approximately the same as they 
were in 1931. 

The applicant asked for a loan of $65,000 to enable it to 
pay advances from its parent company, the Stockton Terminal 
& Eastern Railroad Co., and to apply in reduction of current 
liabilities over current assets. The Commission approved a 
joan out of which the applicant might pay half the advances 
from its parent company and reduce its current liabilities. As 
security the applicant is to pledge $54,000 of its first mortgage 
ponds. The applicant is a line about 19 miles long serving 
a nut and vegetable area near Stockton, Calif. 


EASTERN CONSOLIDATION PLAN 


The Traffic World Washington Bureau 


The action of the Commission in modifying its consolida- 
tion plan in the -east was taken on applications of the New 
York Central, Baltimore & Ohio, Pennsylvania, and Chesapeake 
& Ohio-Nickel Plate groups asking that there be four instead 
of five systems created in the east, outside of New England. 
(See Traffic World, July 22.) 

The Commission in the report written by Chairman Porter 
dealt with each of the situations presented by the applying 
carriers and by various communities. With respect to the Wa- 
bash-Seaboard the report said the record showed that no steps 
had been taken by anyone with the object of carrying into 
effect that system as planned by the Commission and that no 
one appeared at the further hearing in favor of that system. 
The report pointed out that both the Wabash and the Seaboard 
had gone into the hands of the receivers since the Commission 
made public its plan embracing a Wabash-Seaboard system. 

Aside from the financial instability of that proposed system, 
the Commission said there had arisen grave doubts whether in 
other respects that system, No. 7, would fulfill the require- 
ments of the statute. The principal railroads included in the 
system, the report said, appeared to lack desirable coordina- 
tion, important existing routes and channels of trade particu- 
larly between the north and the south would be certain to be 
displaced by circuitous and less efficient or desirable routes, 
over which the cost of transportation would be substantially 
greater than over competitive routes, and that the total addi- 
tional capital investments which would be necessary to insure 
adequate connections between the various properties and ade- 
quate track and terminal facilities for the principal routes upon 
which the system as planned would have to depend would be 
prohibitive. 

With respect to competition the Commission said that it 
was evident that the competition which Congress desired to 
have preserved was helpful competition because any other sort 
could not be in the public interest. Those observations with 
regard to competition seemed to have been made by way of 
answer to objections that had been made in the course of the 
hearings on the applications of the four applicants to the effect 
that the revised plan would not preserve competition as con- 
templated by the law. 

With regard to the Monon about which there was much 
testimony in the hearings on the applications the Commission 
said that the importance of the Monon in the maintenance of 
a healthy competition between the north and south had con- 
vinced it that that property should remain with its present 
ownership. Therefore, it modified its 1929 plan so as to allo- 
cate the Monon equally to the Atlantic Coast Line and the 
Southern system, instead of to the B. & O. 

With respect to New England the Commission’s report 
called attention to the fact that the reopened proceeding ex- 
cluded New England. It said that it was evident that many 
new interests would desire the Commission to give further 
consideration to the New England problem when the Commis- 
sion decided to go into that. It said that if such further con- 
sideration should be deemed later to be desirable, “we are per- 
suaded that it should follow a still more intensive study of the 
Problem by New England interests and agreements, if possible, 
among themselves.” 

The possibility that application for such further considera- 
tion of the New England problem might later be filed, the 
Commission said, seemed no sufficient reason for deferring 
action upon the applications before it. It, however, took up 
the question of the allocation of the bridge lines about which 
interested communities presented much testimony. It said that 
it did not feel warranted in changing the allocation of the New 
York, Ontario & Western which, in the plan of 1929, was left 
with the New Haven. The Commission said that that road 
was a necessary link in an important route connecting Oswego, 
N. Y., with Boston in connection with the New Haven. That 
property, the Commission said, would add little, if any, strength 
to any trunk line system, but that it had great possibility as a 
Part of the shortest rail route between the Great Lakes and the 
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Atlantic seaboard. As to the Lehigh & New England, the Com- 
mission said, it believed that the public interest would be best 
served by allocating that road in equal parts to the four sys- 
tems. Because of the importance of the Delaware & Hudson 
as a bridge line between the trunk lines and New England, the 
Commission said that that road and the short line connections 
allocated with it in the plan of 1929 would be left for the 
present as an independent system. 

With regard to New England and the Pennsylvania’s hold- 
ings in New England railroads, the Commission emphasized the 
position it took in its 1929 plan. In that report the Commis- 
sion said the continuation or acquisition of intersystem in- 
terests directly or indirectly through holding companies, stock 
ownership or otherwise, would be inconsistent with the inde- 
pendence necessary to true competition. Carriers would, there- 
fore be expected to observe, it said, that requirement in sub- 
mitting proposals for consolidations and to cooperate in estab- 
lishing the desired status of independence. It said that it 
could not, of course, be unmindful of the possibility at least 
that a large portion of the consolidation under system No. 4 
(Pennsylvania), might be consummated before the New Eng- 
land problem was finally settled, and in that event the Com- 
mission, the report said, might find itself powerless, even with 
the aid of the courts, to require the Pennsylvania to relinquish 
its holdings in New England railroads. 

In this report, as in the one of 1929, the Commission left 
terminal properties such as those of the Elgin, Joliet & Eastern 
without specific allocation, pointing out that they were needed 
by all trunk lines entering a terminal area such as that served 
by the E. J. & E. 

With regard to the fight made by Syracuse and Oswego 
against the plan as submitted by the four applicants, the Com- 
mission said it was convinced that the requirements of the 
statute could not be met by taking away from a community of 
the size of Syracuse the competition of two strong roads and 
leaving it with only one system, the New York Central, as 
proposed in the plan of the four applicants. The Commission 
said it believed, however, that competition would be fully pre- 
served if the branch of the Lackawanna extending from Che- 
nango Forks, N. Y., through Syracuse to Oswego were allocated 
to system No. 6 (Chesapeake & Ohio-Nickel Plate), together 
with trackage rights to that system over the Lackawanna be- 
tween Binghamton and Chenango Forks, hence its allocation in 
accordance with that plan for giving Syracuse the benefit of two 
systems. 

In accordance with the desires of the Detroit Board of 
Commerce, the Commission gave the Baltimore & Ohio system 
trackage rights over the Pere Marquette from Detroit to Ann- 
pere, Mich., so as to enable that system to compete for traffic 
originating at Detroit or east thereof destined to points on the 
Ann Arbor or across Lake Michigan, 

The Commission allocated the Western Maryland to the 
Baltimore & Ohio and declined to erect the Reading and Central 
of New Jersey into an independent system as suggested by 
Philadelphia interests. It said that under the modified final 
plan Philadelphia and Baltimore would have the services of 
two highly competitive systems. The Commission said, while 
discussing the proposal to have the Reading-Central of New 
Jersey made into an independent system, that it could not in- 
terpret the statute as permitting its assent to the proposal that 
a road or system such as the Reading-Jersey Central might 
be allocated as an independent system simply because it might 
be strong enough financially to maintain itself in competition 
with other systems. Such an interpretation, it said in another 
part of its discussion, would defeat the primary purpose of 
the statute, namely, the consolidation of railroads. 

The Commission declined to follow the advice of Virginia 
and Virginia interests to leave the so-called Pocahontas lines 
as independent carriers by not allocating them to any systems. 
It said it believed the greatest use of the Norfolk & Western 
could be made by allocating it to the Pennsylvania system. 
It allocated the Virginian wholly to the New York Central sys- 
tem. It changed its former plan of giving part of that road 
a half interest in the Mullens-Gilbert branch to the Chesapeake 
& Ohio:Nickel Plate on account of new construction that had 
taken place since that time. 

The Toledo, Peoria & Western, which presented much tes- 
timony in behalf of its being left independent, was allocated to 
the Pennsylvania, which once owned it. 


Concurrences 


Commissioner Lewis directed attention to the fact that he 
had voted for the five-system grouping and then pointed out 
that nothing had resulted in that direction. He said the de- 
pression might have had some effect on some effort made to 
effectuate the five systems, but more deep-seated obstacles 
probably lay in ownership of certain properties whose transfer 
were essential to the development of five systems. He then 
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pointed out that consolidations could be effectuated under ex- 
isting law only through voluntary action. Continuing, he said: 


If I understand the background of the consolidation policy of 
Congress, it consists in the theory that by uniting strong and weak 
properties into a limited number of properly balanced systems, an 
adequate national system of transportation, preserving all needful 
lines, can be established and maintained; that such an arrangement 
will produce financially strong companies limited in number but 
sufficient to maintain established channels of trade and proper com- 
petition under regulation. In 1920 Congress was facing the fact 
that the future of the small, weak lines very vital to the territory 
served by them, was most uncertain under what were then newly 
created conditions. Then, generally speaking, only the short lines 
and the more obscure units were in the balance. Now, the entire rail 
transportation system is threatened; weak lines are not by any means 
limited to short lines. If it is still the policy of Congress to main- 
tain an adequate system of transportation, the need for strengthen- 
ing is greater now than ever in the past. The 4-system plan includes 
the allocation of all short and weak lines. 

While I would have preferred, and have voted for, other changes, 
and while new problems of the grouping of the Seaboard and Mo- 
bile & Ohio are created, and while the working out of the prob- 
lem of New England is in the future, it is my opinion that the 
proposal as now modified by us is in the public interest and that 
the 4-system plan is the available agency to that strengthening of 
the rail transportation system which was the genesis of the consoli- 
dation policy of Congress. I concur also in the analysis that with 
two large systems already perfected in the territory, the remaining 
railways can not be grouped into several more systems that would 
meet the requirements as the financial balance under competitive 
rates. 


Commissioner Brainerd, concurring in part, said: 


I concur herein except that I am of the. opinion that it would 
accord much more with the public interest to simply deny at this 
time the application in so far as it seeks a reallocation of (a) the 
New England bridge lines including the Delaware & Hudson, Lehigh 
& Hudson River, and Lehigh & New England, and (b) the Western 
Maryland and Norfolk & Western. I also think that there is merit 
in the suggestion of Philadelphia interest that the Lehigh Valley be 
accorded trackage rights into Philadelphia. 


Commissioner Lee, concurring in part said: 


I approve the report except that, in my judgment, it would be 
more in accord with the public interest to leave the Delaware & 
Hudson with the Boston & Maine; the Western Maryland and the 
Detroit & Toledo Shore Line, in its entirety, should not be allotted 
to the Baltimore & Ohio; and, as requested by Philadelphia, the 
Lehigh Valley should be accorded trackage riglHfts over the Reading 
into that city. 


Commissioner Mahaffie, concurring in part, said: 


I concur in the chief features of the majority report, not because 
I think it represents the best possible plan, but because I consider it, 
on the whole, an improvement on the former plan, so far as this 
territory is concerned. I do not agree that on this record we are 
justified in dismembering system No. 1, Boston & Maine, by taking 
from it the Delaware & Hudson, and setting that carrier up as an 
independent system. 

The allocation of the Detroit & Toledo Shore Line to the Balti- 
more & Ohio, in my opinion, is improper. The Nickel Plate has long 
owned a half interest in this property. From a traffic standpoint 
it is closely allied to the Nickel Plate. I see no justification for 
disrupting that relationship. 


Eastman Dissents 


Commissioner Eastman set forth his views at length. In 
his introductory remarks he said: 


This is a matter upon which it is difficult to act under existing 
conditions without influence of extraneous considerations. The peo- 
ple of the country are either fighting to bar the wolf from the door 
or they are struggling inside the threshold to keep his fangs from 
their throats. They have little time or money to spend on railroad 
consolidation plans. There is also an epidemic of hope that some 
magic move will restore confidence and set the wheels of industry in 
motion. The promoters of this 4-system plan with most powerful 
aid have cultivated the hope that approval of the plan will be such a 
magic move. These circumstances have allayed much of the oppo- 
sition which might otherwise have been voiced, although they have 
availed to produce of record no active public support. 

Congress directed the Commission to prepare a plan for the con- 
soldiation of the railroads of the country into a limited number of 
systems. Events suggest that it would have been simpler to have 
asked a few of the larger railroads to agree upon a plan for the dis- 
tribution of the lesser railroads among them. The virtue most per- 
sistently urged in support of this 4-system plan is that it is a ‘‘prac- 
tical’ plan which can be accomplished, because the four leading rail- 
road executives of eastern territory have, after many conferences, 
agreed upon it. In fact, the plan has in large part already been 
accomplished. This has been done at great cost and mostly without 
cur approval. We have found that to a very considerable extent it 
was done illegally, and we could with propriety have spread this 
finding over much more ground. The fact remains that many im- 
portant and strategic parts of the plan have been accomplished. 
With these trump cards in hand the four executives went into con- 
ference. Their agreement was shaped accordingly, and upon it is 
now fixed the stamp ef Commission approval. 


Commissioner hastman referred to the activities of the 
Van Sweringen interests, the Pennsylvania and the Baltimore 
and Ohio in acquiring control of lines. He said the New York 


Central “has a practically clean record of non-aggression, and 
the indications are that it is more or less indifferent to the 
4-system plan.” 

Essential parts of the proposed system No. 7, Wabash- 
Seaboard, said Mr. Eastman, were seized, shackled and kept 
out of mischief by acquisitions of the Pennsylvania, Baltimore 
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and Ohio and Nickel Plate. He reiterated views heretofoy. 
expressed by him relative to holding company activities anq 
added: 


There are better ways of putting railroads together than by acqui- 
sitions of stock equities at high+prices coupled with an_ increageg 
burden of debt. If it can be shown that the union of two railroag 
properties will benefit both—and there is no other sufficient reason 
for unifications—then I have never been able to understand why jt 
should be impossible for the directors of the two roads, if they haye 
any adequate conception of their obligations as trustees for the 
stockholders, to sit down together, agree upon the terms of Union 
and submit a plan to the stockholders for their approval accompa- 
nied by a complete and convincing statement of the advantages to 
be gained. Such a plan could take the form of a consolidation, a 
merger, or a purchase of properties, and in that event it could be 
accomplished without any substantial expenditure of cash or ip. 
crease in debt through an exchange of stock in appropriate ratio 
It is true that section 5 of the interstate commerce act, in its present 
form, is not as well adapted as it might be to such procedure. The 
Commission has pointed this out and has recommended appropriate 
improvements in the statute, but the railroads have manifested no 
keen interest in the matter. 


He said it should be made clear that all the Commission 
was asked to do by applicants was to modify its, previous plan 
and that applicants had not sought authority to do a single 
thing. He pointed out that before any part of the plan could 
legally be consummated, a new application for authority to 
act must be filed, and before the Commission could grant such 
authority, it must be shown anew, notwithstanding that what 
might be proposed was consistent with the plan, that it was 
in the public interest, including the terms and conditions, and 
that the latter were fair and reasonable. In his judgment he 
said the terms and conditions on which railroads were put 
together were of even more importance than what railroads 
were put together. 

The commissioner indicated doubt that much might result 
from approval of the modified plan in view of economic conditions. 
He said the proposed systems had in large part been brought 
into being without the Commission’s approval and regardless 
of law. He said applicants might be willing to rest there for 
the present, although the antitrust statutes would remain in 
effect unless orders of approval were obtained from the Con- 
mission.’ As for the parts of the plan that remained to be 
accomplished, he said no steps could now be taken which re- 
quired substantial expenditures of cash. He said it was this 
existing economic situation which made it peculiarly unwise to 
determine a permanent alignment for carriers in eastern terri- 
tory. He said it was not certain that all the four systems 
would be financially able to hang together. He charged that 
the four eastern executives had ignored the rest of the country 
in preparing the four-system plan. 

“Their plan,” said he, “which has now largely become the 
Commission’s plan, carves a line around eastern territory, ex- 
cluding New England, and leaves on the other side of the line 
several amputated and bleeding stumps without benefit of sys- 
tems. One is the Seaboard Air Line, in receivership and left to 
shift for itself. Another is the Mobile & Ohio, likewise in re- 
ceivership. A third is the Chicago & North Western, left in 
solitude in western territory.” 

It was clear, asserted Mr. Eastman, that adoption of the 
four-system plan “has slaughtered the plan for the entire coun- 
try which we set up in 1929,,;and that it must be made over 
again.” 

Mr. Eastman indicated objection to allocation of the Wabash 
and the D. T. & I. to the Pennsylvania and assailed Pennsyl- 
vania domination of New England roads, criticizing his col- 
leagues for meeting that situation “weakly.” 

“The threat which the Pennsylvania-New England situa- 
tion offers to the entire consolidation plan is, I rejoice to say, 
unanimously recognized by the: Commission,” said he. “Instead 
of dealing with this threat decisively, however, the majority 
deal with it weakly and ineffectually.” 

Mr. Eastman favored approval of the plan of the states of 
Connecticut, Maine, Massachusetts, New Hampshire and Ver- 
mont that, as a condition precedent to any approval of the 
four-system plan, the Commission should insist that the stock 
owned by the Pennsylvania and Pennroad Corporation in New 
England railroads be placed in the hands of independent trus- 
tees, until such time as the consolidation destinies of these 
railroads were finally determined. Instead, he said, the majority 
issued a warning that no authority to proceed under the plan 
would be granted to the Pennsylvania until the New England 
railroad stock was so trusted. But he added there was no 
urgent reason why the Pennsylvania should seek such author- 
ity, because it controlled substantially all the important mileage 
allocated to its system, including that of the Norfolk & Westert, 
the Wabash and the D. T. & 1. He said the majority had ignored 
a similar situation involved in Van Sweringen control of the 
Missouri Pacific. Continuing, he said: 


I come now to the merits of the 4-system plan, apart from these 
disturbing conditions which lie outside the arbitrary line which has 
been carved around eastern territory. One vital defect of the plan, 
in my judgment, is that it is predominantly an east-and-west plan 








july 
—_ 








July 30, 1932 


centering on New York City. Not only will all four systems serve 
that port, unlike any other port on the Atlantic seaboard, with the 
several routes which now exist, but an essential feature is that two 
new routes are to be developed. So far as the Baltimore & Ohio is 
concerned, it is clear that its great animating purpose is to strengthen 
its position at New York; and with the aid of the Reading and the 
Central of New Jersey, both of which it is to acquire, it proposes 
to develop a new and shorter main-line route to New York, passing 
through the northern portion of the State of Pennsylvania. There- 
after, no doubt, its present main line from the west through Baltimore 
and Philadelphia will become a secondary main line. 

The animating motive of the New York Central, in the case of 
the proposed acquisition of the Lackawanna, is likewise to develop 
a new and shorter route from the West to New York City in con- 
nection with its present line to Williamsport, Pa. This purpose was 
voiced very early in our consolidation proceedings by its late presi- 
dent, A. H. Smith. 

A few years ago the development of these new routes to New 
York City may have seemed desirable to provide for prospective 
traffic. But it is questionable whether such need now exists or is 
likely to exist for some time to come. Nor is this concentration on 
New York City a desirable thing. 

In formulating the consolidation plan, the statute directs us to 
preserve competition as fully as possible. The majority interpret 
this requirement in a simple and delightful way. They say that it 
is “evident that the competition which the Congress desires to have 
preserved is healthful competition, because any other kind of com- 
petition can not be in the public interest.’’ If we should find, as 
many believe, that all competition is wasteful and unhealthful, it 
is apparent that we could, under this theory, wipe out competition 
altogether in formulating the consolidation plan. The majority do 
not go that far, but content themselves with the comforting con- 
clusion that the particular competition which the 4-system plan 
suppresses is unhealthful. 

My own view of the statutory requirement is that Congress 
intended us to preserve all the competition which then existed and 
which could be preserved if the railroads were combined into a 
“limited number of systems.’’ However that may be, it can hardly 
be doubted that the competition of other ports with the overgrown 
port of New York is healthful competition, both for the country and 
for New York itself, which is likely to fall sick of its own size. 
But instead of encouraging such competition, the 4-system plan dis- 
courages it. This is particularly true of Baltimore. At the present 
time that port has two railroads with a predominant interest in it. 
One is the Baltimore & Ohio, and the other is the Western Maryland, 
which we have for the time being rescued from the former. Under 
the 4-system plan the predominant interest of the Baltimore & Ohio 
will most certainly be transferred to New York City, and it is to 
have the Western Maryland for the mere purpose, apparently, of 
improving what is to become a secondary main line. With this 
transfer all hope is lost of an independent route from the lakes to 
the seaboard, at Baltimore. 

The Hampton Roads port now have three railroads, the Chesa- 
peake & Ohio, the Norfolk & Western, and the Virginian, which 
directly serve no other seaboard port. The first is now to be cemented 
into system No. 6, the second into system No. 4, and the third is to 
become a part of system No. 3, all of which systems will be predomi- 
nantly interested in the port of New York. 

Philadelphia is now served by three railroads, one of which, the 
Reading, has had a particularly local interest in that city and 
tributary territory, and has served as a connecting line for other 
railroads which did not themselves reach Philadelphia. Now that 
port is to have only two railroads, and the Reading is to go to the 
— & Ohio, which will be predominantly interested in New 

ork. ‘ 
It may be questioned whether these developments will be healthful. 
One way in which the ports of Baltimore and Philadelphia could 
properly be strengthened, in my opinion, would be by an increase 
in their differentials under New York on export and import traffic. 
But under the 4-system plan there will be no railroad whose interest 
it will be to accomplish such a result. 

The 4-system plan, in addition to this undue concentration on 
the port of New York, also subordinates the north-and-south move- 
ment of traffic. It is primarily an east-and-west plan. As orig- 
inally formulated, it permitted no penetration of southern lines into 
this eastern territory, which includes within its boundaries the great- 
est industrial and consuming district in the United States. The 
outcry against this led to an abandonment of this phase of the plan, 
so far as the Monon is concerned; but that is the sole exception. 
Our consolidation plan should be designed to accommodate and 
promote the interest of the whole country. We are not making a 
plan for eastern territory alone. Considered from that standpoint, 
I believe it both desirable and feasible to extend more encourage- 
ment and stimulation to traffic having a general north-and-south 
tendency. In this connection I agree, and have always agreed, with 
those who believe. that the Virginian lines should not be tied into the 
more strictly east-and-west systems. It would be preferable to tie 
them in, to some extent at least, with one or more southern systems. 

In an opinion of partial concurrence in Consolidation of Rail- 
roads, 159 I. C. C. 522, 551-561, I outlined a consolidation plan for 
eastern territory which I then believed to be preferable to that which 
was adopted, giving reasons in detail. I am still of the view that in 
general this substitute plan more nearly meets the real needs of the 
Situation than any other and that it could be accompilshed with the 
aid of proceedings under the Clayton act, and if our hands were 
strengthened by Congress through the medium of legislation which 
we have recommended. Doubtless this substitute plan might be 
changed to advantage in certain respects, but those changes could 
be determined -upon with greater wisdom after the country passes 
through the present economic crisis. The Wabash is now in re- 
ceivers’ hands and can be converted by reorganization into a much 
stronger system. It has always suffered from its financial structure. 
There are other roads in eastern territory which may be strength- 
ened by a similar process. As has already been suggested, conditions 
are not now favorable to the determination of any permanent plan 
of alignment for the roads in eastern territory. 

The 4-system plan is open to many other criticisms, but I shall 
not undertake any detailed discussions. One other general criticism 
deserves mention, and that is the extent to which various railroads 
are to be given a divided ownership. Such division of respon- 
sibility usually produces poor results, although it may at times be 
justified for strictly bridge or terminal lines. The Delaware & Hud- 
son and the Lehigh & New England, however, are not strictly bridge 
lines, for they both originate a very large volume of anthracite coal 
and other important traffic. The proposal to divide the ownership 
of these railroads among the four systems, each one of which will 
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originate anthracite coal traffic on its solely owned lines, would 
have peculiarly unfortunate results. There would be no incentive 
to develop traffic in which each of these systems would have only 
a 25 per cent interest, in competition with traffic in which they 
would have 100 per cent interests. The majority have avoided this 
undesirable situation for the time being in the case of the Delaware 
& Hudson, but not in the case of the Lehigh & New England. 

In closing I desire to say that I have approached this consolidation 
plan matter from the standpoint of the existing statute and the 
duties which Congress had laid upon us therein. The railroad 
situation is now in a state of transition, and future wise policies 
with respect to the railroads are not yet wholly clear. It is not 
at all impossible that a policy may prove desirable in the public 
interest which will involve a greater restriction of competition 
among railroads than the law now contemplates, but not, in my 
judgment, along the lines of the 4-system plan. 

_ I am authorized to say that Commissioner McManamy joins in 
this expression of opinion. 


Conferences at Washington 


Daniel Willard, president of the Baltimore and Ohio, called 
on Commissioner Lewis, July 25, to talk with him about the 
Commission’s eastern consolidation plan. Later he had luncheon 
with President Hoover. He expressed satisfaction that the 
Commission had disposed of the matter with so relatively few 
changes in the four-system consolidation plan as proposed by 
the executives. While Mr. Willard did not say that he had come 
to Washington to get the atmosphere concerning the plan, with 
a view to telling about it at a meeting of the eastern execu- 
tives in New York the following day, the impression was that 
was the primary purpose of his visit. Chairman Porter, in direct 
charge of the consolidation case, was not in his office on the 
day Mr. Willard came to Washington. 

R. H. Aishton, president of the American Railway Associa- 
tion, called on President Hoover July 25. It was understood 
that he discussed the railroad situation with the President but 
that his visit was not made in connection with the eastern con- 
solidation plan. 

The impression at the Commission is that applications for 
permission to put into effect some parts of the plan probably 
will be made in the near future. Before the Commission made 
public its report, representatives of the railroads had discussed 
with Oliver E. Sweet, director of the Bureau of Finance of the 
Commission, some of the things that might be done as soon 
as the Commission made its report, looking to the doing of 
some of the things necessary to prepare the way for unifications. 
The thought is that the applications that will seek authority 
to unify those lines about which controversies will develop will 
not be filed for some time. In other words, it is expected that 
the applications that may come through in the immediate future 
will pertain to those parts of the plan about which there is 
relatively little or no controversy, and where little expense will 
be involved. For example, the plan provides for consolidation 
with the major lines of lines that already are controlled by the 
major lines and such control may be tightened by consolidation. 

Senator Couzens, chairman of the Senate interstate com- 
merce committee, expressed the view that on account of exist- 
ing economic conditions it would be difficult for the owners of 
the railroads involved to get together on acquisition terms and 
that therefore action under the four-system plan was likely to 
be delayed. He said he had no special information on the sub- 
ject, however. 

Changes in Railroad Plan 


So far as the principal lines are concerned, the Commission 
made relatively few changes in the eastern executives’ four-sys- 
tem plan. Under that plan the four systems would have been 
made up principally as follows (see Traffic World, Oct. 10, 1931, 
p. 786): 


Baltimore & Ohio as at present, and to which would be added: 
Ann Arbor, Atlantic City, Buffalo and Susquehanna, Buffalo, Roches- 
ter & Pittsburgh, Jersey Central, Reading, Western Maryland, Chicagu 
and Alton, Lehigh and Hudson River, and Monon. 

Chesapeake & Ohio as at present, which has absorbed the Hock- 
ing Valley, and to which would be added: Nickel Plate, Pere Mar- 
quette, Erie and subsidiaries, Bessemer and Lake Erie, Chicago and 
Eastern Illinois, Wheeling and Lake Erie, and Lehigh Valley. 

Pennsylvania Railroad as at present and to which would be added: 
Long Island, West Jersey and Seashore, Detroit, Toledo and Ironton, 


Wabash, and Norfolk and Western. 
New York Central as at present, and to which would be added: 
Lackawanna, and Ulster & Delaware. 


Under the Commission’s modified plan, there is no change 
in the Baltimore & Ohio system outlined above except that the 
Monon is allocated jointly to System No. 8, Atlantic Coast Line, 
and System No. 9, Southern. By authority of the Commission 
the Baltimore & Ohio already controls the Buffalo & Susque- 
hanna and the Buffalo, Rochester & Pittsburgh. The B. & O.’s 
stock in the Western Maryland has been put in the hands of 
trustees under the Commission’s requirement in the Clayton 
act proceeding against the B. & O. for its stock interest in that 
property. It is assumed that if the B. & O. wishes to proceed 
to acquire control of the Western Maryland under the revised 
plan and the Commission approves such control, the order in 
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the Clayton case will be vacated. The B. & O. has a substantial 
stock interest in the Reading, which controls the Central of New 
Jersey and Atlantic City. The Ann Arbor is a subsidiary of 
the Wabash. 

As to the Chesapeake & Ohio-Nickel Plate system, the Van 
Sweringens control the C. & O., Nickel Plate, Pere Marquette 
and Erie. The Hocking Valley has been absorbed by the C. & 
O. The Nickel Plate controls the Wheeling & Lake Erie, its 
stock interest having been trusteed under a Clayton act order 
of the Commission. As in the case of the B. & O. and the 
Western Maryland, it is expected that this Clayton act order 
will be vacated if and when the Wheeling & Lake Erie, under 
Commission authority, is taken into the proposed C. & O.-N. P. 
system. The Chicago & Eastern Illinois is under option by the 
Van Sweringen interests. The proposed system would have to 
acquire the Bessemer & Lake Erie, a United States Steel Cor- 
poration road, and the Lehigh Valley, controlled by the Penn- 
sylvania. The Lehigh Valley is involved in the Clayton act 
proceeding against the Pennsylvania for its interests, direct or 
indirect, in the Wabash and Lehigh Valley. The Commission’s 
plan, as to the road mentioned, does not vary with the pro- 
posed plan. 

Under the Commission’s plan the Pennsylvania system, in 
the main aspects thereof, does not differ from the proposal of 
the eastern executives. The Pennsylvania controls the Long 
Island and the West Jersey & Seashore. The*Pennroad Cor- 
poration, controlled by officers of the Pennsylvania, controls 
the Detroit, Toledo & Ironton. The Pennsylvania interests also 
control the Wabash, according to the Commission. The Penn- 
sylvania also has a substantial interest in the Norfolk & 
Western. 

In addition to allocating the Delaware, Lackawanna & 
Western, except the branch from Chenango Forks to Oswego, 
N. Y., and the Ulster & Delaware to the New York Central, 
the Commission allocated the Virginian to that system. The 
executives’ four-party plan called for allocation of the Virginian 
jointly to the Pennsylvania and Chesapeake & Ohio. The N. 
Y. C. controls the Ulster & Delaware and has an interest in 
the Lackawanna. It would have to buy the Virginian, which is 
owned by the H. H. Rogers estate. The executives’ plan called 
for allocation of the Lackawanna and the Ulster & Delaware 
to the N. Y. C. 


The foregoing, of course, relates only to the high spots of 
the plan. Acquisition of many lines, including the connecting 
short lines, will have to be authorized and obtained before the 
railroads in the east, exclusive of New England, will be consoli- 
dated into four systems. 


The following figures on the proposed systems are based 
on the four-party plan as proposed by the executives and on 
the basis of 1929 conditions: 


The total mileages of the four eastern systems would com- 
pare as follows in round figures: Baltimore & Ohio, 11,000 miles; 
Chesapeake and Ohio, 12,500 miles; Pennsylvania, 16,500 miles; New 
York Central, 13,060 miles. 

The investment in road and equipment would be as follows in 
round figures: Baltimore and Ohio, $2,000,000,000; Chesapeake & Ohio, 
aoe Pennsylvania, $3,300,000,000; New York Central, $2,500,- 

Operating revenues on the basis of 1929 would compare as follows: 
Baltimore & Ohio, $484,000,000; Chesapeake & Ohio, $528,000,000; 
Pennsylvania, $943,000,000; New York Central, $706,000,000. 

Operating expenses on the basis of 1929 would compare as fol- 
lows: Baltimore & Ohio, $361,000,000; Chesapeake ‘& Ohio, $373,000,- 
000; Pennsylvania, $659,000,000; New York Central, $528,000,000. 

The net railway operating income of the four systems on the 
1929 basis would compare as follows: Baltimore & Ohio, $90,000,000; 
Chesakeape & Ohio, $113,000,000; Pennsylvania, $205,500,000; New 
York Central, $130,000,000. 


Procedure in Case 


Carriers who wish to proceed under the Commission’s plan 
must file applications for authority to consolidate lines and must 
sets forth specific terms and conditions of the proposed acquisi- 
tion, When such applications have been filed, the Commission 
will set them down for hearing and all interested parties will 
be permitted to participate in the proceedings. Shippers and 
public bodies may appear for or against the proposals. 

It is possible, it is pointed out, that after hearing, the Com- 
mission may decide that particular allocations as now in the 
plan, will not be in the public interest and reject the applica- 
tions. The burden is still on the carriers to justify each acqui- 
sition even though it is in accord with the plan. 

Announcement in Cleveland by D. B. Robertson, chairman 
of the Railway Labor Executives’ Association, that organized 
railroad labor would oppose consolidations of railroads under 
the four-system plan for the east so long as the rights of the 
workers were unprotected was in line with the position taken 
by the association in a brief filed with the Commission in the 
proceeding. Mr. Robertson said consolidations should not be 
used to increase unemployment and that if the merger as pro- 
posed went through thousands of workers would be forced to 
move and to sacrifice their homes. Consolidations at this time 
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seemed most ill-advised, said he, when everyone was doing 
everything possible to give employment to idle workers and to 
feed those who were unemployed. He said if the country needeg 
men for other work, if it needed to make economies in labor 
to have enough workers to go around, then it would be time 
to talk of consolidation. 


Executives of the eastern trunk lines met July 26 in New 
York to discuss the four system consolidation plan and agd- 
journed until August 12. The executives refused to comment 
following the meeting as to whether the Commission’s decision 
of July 13 was favorably received, but Daniel Willard, presi. 
dent of the Baltimore and Ohio, said that “as much progress 
was made as could be expected,” and added that “it is a big 
thing and is going to take time.” 


COMMISSION ORDERS 


No. 25346, Pittsburgh Generator Co., Inc., vs. B. & O. et al., and 
No. 25383, Herzog Lime & Stone Co. vs. C. M. St. P. & P. et al, 
National Mortar & Supply Co. permitted to intervene. 

1. & §S. 3759, absorption of delivery_charges by St. Louis South- 
western. Petition filed by respondent, St. Louis-Southwestern, pray- 
ing =y cancellation of above-entitled proceeding and hearing therein, 
denied. 

No. 19130, California Growers’ & Shippers’ Protective League ys, 
Southern Pacific et al., and No. 21011, and Subs. 1 and 21, Depart- 
ment of Public Works of State of Washington vs. N. P. et al. Order, 
only in so far as it affects rates to certain destinations in Nebraska, 
Wyoming and South Dakota, and on F. J. & G., described in petition 
of defendants for modification of order entered June 6, 1932, in No. 
21011 and Subs. 1 and 2, as points to which rates are at present based 
on arbitraries over the rates to the transcontinental groups, is modi- 
fied so as to become effective, to extent aforesaid, on September 
24, 1932, instead of on its present effective date, August 24, 1932. 

No. 13535 et al., consolidated southwestern cases. The order 
heretofore entered in said proceedings on April 5, 1927 (including 
fourth section orders 9500 and 9600, entered in connection therewith), 
as since amended, which by their present terms will become effec- 
tive on October 10, 1932, so far as they pertain to rates on molasses 
and syrup and articles taking the same rates, in carloads, from points 
in the southwest, Texas and Oklahoma differential territories, and 
Kansas- Missouri territory to the southwestern gateways and to points 
in the defined territories (other than western trunk line territory), and 
will become effective on December 3, 1932, so far as they pertain to 
rates on said commodities from said origins to the Missouri River 
cities and to points in the western trunk line territory, as said terri- 
tories (except western trunk line), gateways and cities are defined in 
said proceedings, are further amended so that as to said rates they 
shall become effective on January 10, 1933, instead. 

No. 25329 (and Sub. 1), Atmospheric Nitrogen Corp. vs. N. & W. 
et al. Peerless-Union Explosives Corporation permitted to intervene. 

1. & S. 3646, classification ratings on fruit and vegetables in west- 
ern territory. Petition of Louisiana Farm Bureau Selling Exchange, 
Inc., for leave to introduce certain additional evidence, denied. 

No. 23941, Missouri-Kansas Pipe Line Co. et al. vs. A. C. & Y. 
et al. Southwestern Pipe Consumers’ Committee permitted to inter- 
vene. 

Ex Parte 99, Application of Mississippi Valley Barge Line Co. 
Effective date of order of March 11, 1932, in this proceeding, as 
amended, is postponed until August 25, 1932. 

Ex Parte 102, Application of American Barge Line Co. Order of 
June 14, 1932, herein, is amended, so as to require said order to be 
made effective on or before August 25, 1932, upon notice to this Com- 
mission and to the general public by not less than 10 days’ filing and 
posting in manner prescribed in section 6 of the interstate commerce 
act, instead of on or before August 20, 1932, on 30 days’ notice, as 
previously provided in said order. 

No. 25346, Pittsburgh Generator Co., Inc., vs. B. & O. et al. 
North American Cement Corporation permitted to intervene. 

No. 21838, West Kentucky Coal Bureau vs. I. C. et al. Order 
modified to become effective August 1, 1932, upon not less than 1 
day’s notice. ; 

No. 23130, intrastate rates on bituminous coal between points 
in Illinois, and cases grouped therewith. Orders of March 8 and 14, 
1932, as modified May 4, 10, June 7 and July 14, 1932, concerning 
establishment of rates on bituminous coal, in carloads, to points in 
Illinois and Iowa, are modified by permitting filing of such rates upon 
not less than 1 day’s notice to Commission and general public. . 

No. 13413, in the matter of automatic train control devices. Peti- 
tion of C. B. & Q. for an order without hearing, vacating and setting 
aside orders of June 13, 1922, and January 14, 1924, as amended, in 
so far as said orders require train-stop or train control installation 
on lines of that carrier between Red Oak, Ia., and Lincoln, Neb., 
or in the alternative, for an order granting temporary relief pending 
final action after further hearing, denied, in so far as it seeks tempo- 
rary relief from said orders of June 13 and January 14, and proceed- 
ing reopened for further hearing at such time and place as Commission 
may hereafter direct to permit the C. B. & Q. to submit evidence in 
support of said petition. 

No. 25359, East Texas Refining Co. vs. Alabama Central et al. 
Marathon Oil Co., Chamber of Commerce of El Dorado, Ark., Root 
Refining Co., Shell Petroleum Corporation and Chamber of Commerce 
of Shreveport, La., permitted to intervene. } 

Finance No. 9083, application Burlington-Rock Island for permis- 
sion to abandon a line between Hillsboro and Cleburne, Tex. Peti- 
tion of state of Texas and Railroad Commission of Texas, by Attorney 
General, requesting that oral argument assigned on July 26, 1932, 
be continued to such date as Commission may deem proper, denied. 


ELKINS ACT CASE 


Secretary McGinty, of the Commission, has announced that 
on July 25 in New York City Joseph Moskowitz pleaded guilty 
to one count of a two-count indictment charging him with 
having accepted concessions from the Baltimore & Ohio Rail- 
road Co. in respect of free storage on shipments of flour held 
on the pier of that carrier at St. George Station, Staten Island, 
N. Y. Judge Goddard imposed a fine of $1,000 under section 1 
of the Elkins act. The other count of the indictment was 
dismissed. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(St. Louis Court of Appeals, Missouri.) Owner can follow 
his property lost or pledged without his consent by one having 
qualified possession thereof and reclaim it from any person, 
however innocent. (Metzger vs. Columbia Terminals Co., 50 
S. W. Rep. (2nd) 680). 

Carrier is not bound to receive goods from wrongdoer.— 
Ibid. 

Carrier is not bound to receive goods unless freight is first 
paid.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. Michigan.) Statute requiring private 
highway carriers to obtain permits from and conform to rules 
of public utilities commission held not objectionable as under- 
taking to regulate business of private carrier (Pub. Acts Mich. 
1931, Nos. 212, 312). (Ogden & Moffett Co. et al. vs. Michigan 
Public Utilities Commission, 58 Fed. Rep. (2nd) 832). 


(Supreme Court of Oregon.) Shipper could dictate what 
freight was first to be moved and where it should be delivered 
by motor carrier (Code 1930, Secs. 55—1301 to 55—1303, 55— 
1307). (Brothers vs. State Industrial Accident Commission, 12 
Pac. Rep. (2nd) 302). 

Shipper could insist that motortruck be loaded to fullest 
capacity, but could not compel carrier to overload truck (Code 
1930, Sees. 55—1301 to 55—1303, 55—1307).—Ibid. 

Evidence held insufficient to establish motor carrier haul- 
ing freight for fruit grower was not discharging duties as com- 
mon carrier at time truck ran into ditch causing injury; hence 
carrier was “independent contractor” and not “employe” within 
Compensation Act (Code 1930, Secs. 49—1801 et seq., 55—1301 
to 55—1303, 55—1307).—Ibid. 





* a e @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(Circuit Court of Appeals, Fifth Circuit.) Vessels trans- 
porting intoxicating liquor in violation of coasting trade licenses 
are liable to seizure and condemnation, regardless of National 
Prohibition Act (46 USCA Sec. 325; National Prohibition Act 
(27 USCA)). (The Fidelia, 58 Fed. Rep. (2nd) 744). 


(District Court, E. D. New York). Charterer mooring 
lighters south of pier held not negligent in failing to anticipate 
that barges behind them would be cast adrift by west wind 
predicted by storm warning hoisted over 13 hours before. (The 
Harry R., 58 Fed. Rep. (2nd) 1000). 

Absence of captains from moored lighters at night held 
not to show negligence rendering charterer liable for damages 
thereto by barges cast adrift.—Ibid. 

(Circuit Court of Appeals, Second Circuit). Master pouring 
water into hold to extinguish fire was bound to protect dam- 
aged cargo’s right to general average contribution by exacting 
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security before surrendering sound cargo, if due diligence would 
have disclosed damage. (Dibrell Bros., Inc., vs. Prince Line, 
Ltd., 58 Fed. Rep. (2nd) 959). 

Shipowner releasing sound cargo, without requiring secur- 
ity for general average contribution, held liable for such cargo’s 
share of loss sustained by owner of cargo damaged by water 
in extinguishing fire, though ignorant of loss at time. 

The libel, filed by owner of damaged cargo, alleged and 
answer admitted that such cargo was received in apparent good 
order and condition, that fire occurred in adjacent compart- 
ment and was extinguished by sea water, that partition was 
not water tight, and that some of such cargo was visibly 
stained when discharged.—Ibid. 

Clauses in bills of lading, requiring notice of claims for 
damages to goods before removal thereof from ship, do not 
extend to claims for general average contribution.—Ibid. 

Clauses in bills of lading, providing for notice of claims for 
loss or damage before removal of goods from ship, should not 
receive broad construction.—Ibid. 

Clause in bill of lading, requiring notice of damage to 
cargo before removal thereof from ship, held inapplicable to 
vessel’s or saved cargo’s share of general average contribution. 


COMBINATION RULE TARIFFS 


With a view to hastening the elimination from its files of 
rate tariffs subject to the Jones rule for making through rates 
by combination so that only one factor of the combination will 
take an increase, the Commission, by division 2, has issued the 
following to all interested carriers and shippers: 





The combination rule tariff, Agent Jones’ U. S. 1, in form is not 
authorized by the Commission’s tariff rules but its publication was 
authorized by Special Permission No. 47600, issued during the period 
of federal control. The use of the combination rule has been the 
cause of much controversy between shippers and carriers and has 
resulted in numerous formal proceedings before the Commission. On 
several occasions the Commission has urged carriers to take appro- 
priate steps which would permit the cancellation of combination rules 
and while material progress has been made the combination rule tariff 
is still in effect and many rate tariffs still are governed thereby. The 
Commission at this time again expresses the view that the com- 
bination rule tariff and reference thereto in rate tariffs should be 
canceled as soon as practicable, and gives notice that it has under 
consideration the entry of an order rescinding Special Permission 
No. 47600. 

The publication of joint rates where none formerly existed and 
of proportional rates in recent years very largely has removed the 
necessity for the use of such rules, but the Commission is without def- 
inite information as to the amount of traffic still subject to combina- 
tion rules. Therefore, in order to afford interested parties an oppor- 
tunity to take appropriate steps to protect their interests, this notice 
is issued in lieu of any definite action at present. 

It should be understood that the Commission is expressing no 
opinion as to what if any additional joint rates or proportional rates 
should be published before the combination rule is canceled. Carriers, 
however, should make a survey of the situation to determine to what 
extent shipments are now moving under tariffs subject to the rule, 
with a view to making such addititonal publication of rates as may 
be necessary. Shippers who object to cancellation of the rule without 
the publication of additional joint or proportional rates should, on or 
before October 15, 1932, furnish publishing carriers and agents a list 
of the tariffs now subject to the rule under which shipments are 
moving, indicating what additional rates they believe should be pub- 
pr forwarding copies thereof to the Commission and to Agent 

ones. 

Carriers on or before December 15, 1932, should (1) report to the 
Commission the results of their survey of shipments now moving 
subject to combination rules, and (2) furnish the Commission with 
information showing the extent to which they have published joint 
through rates or proportional rates in instances where shippers have 
requested such rates or explaining their reasons for failure to publish 
such rates. Copies of statements submitted under (2) should be fur- 
nished to interested shippers. 


FINANCE APPLICATIONS 


Finance No. 9551. Pere Marquette Railroad Co. asks authority to 
abandon its branch line from Mears Junction to Pentwater, Oceana 
county, Mich., 6.82 miles. 

Finance No. 9552. Pere Marquette Railway Co. asks authority to 
abandon its branch line from Otter Lake in Lapeer county, to Fos- 
toria, in Tuscola county, Mich., 5.15 miles. 

Finance No. 9553. Pere Marquette Railway Co. asks authority 
to abandon its branch line from Port Austin to Grindstone City, in 
Huron county, Mich., 5.20 miles. 

Finance No. 9537, Missouri Pacific Railroad Co. asks authority 
to abandon 8.5 miles of branch line track extending eastwardly from 
Barton Crossing in Phillips county, Ark. 

Finance No. 9542. Tennessee Central Railway Co. asks authority 
to issue and pledge for short term notes $120,000 of first mortgage 6 
per cent gold bonds. 

Finance No. 9538. Los Angeles & Salt Lake Railroad Co. asks 
authority to abandon its Hinckley branch, between Moody and Hinck- 
ley, Utah, 3.35 miles, and its Delta branch, between Delta and 
Lucerne, Utah, 13.58 miles, except the wye and that porton of line 
serving the Globe Mills elevator at Delta, making the net mileage 
proposed to be abandoned 12.82 miles. The branches, said applicant, 
were built to serve beet sugar refineries but the production of beets 
proved inadequate. 

Finance No. 9541. Northern Central Railway Co. asks authority 
to issue and deliver to the Pennsylvania Railroad Co., $1,200,000 of 
general and refunding mortgage 5 per cent gold bonds, series A, and 
$4,356,600, of capital stock, par value, and the Pennsylvania asks au- 
thority to assume obligation and liability as lessee in respect of the 
bonds and stock. The securities are to be delivered to the Pennsyl- 
vania in partial reimbursement of indebtedness due by applicant. 














































































PAGE 204 





Finance No. 9543. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to abandon passenger ferry boat operations on San 
Francisco Bay and operations incidental thereto and for authority 
to operate as a substitute therefor an extended line of railroad to 
and from San Francisco over tracks and via ferry boats of the 
Southern Pacific. The change will effect substantial economies, 
according to applicant, which reserves the right to resume the opera- 
tions to be abandoned in cases of emergency or on termination of 
the arrangement with the Southern Pacific. 

Finance No. 9546. New York, Lake Erie & Western Coal & 
Railroad Co. and Erie Railroad Co. ask authority to abandon the 
former’s Keystone branch near Brockway, Pa., 1.21 miles, in Elk 
and Jefferson counties, Pa. 

Finance No. 9439. Supplemental application of Carlton & Coast 
Railroad Co. amending application. Applicant advises Commission 
it has arranged to acquire a line from the Flora Logging Co, in 
Yamhill and Tillamook counties, Ore., by giving a note for $425,000 
secured by a second mortgage. Applicant had asked for a loan of 
$981,000 from the Reconstruction Finance Corporation, $425,000 of 
which was to have been applied on the purchase. The applicant 
said it would reduce the loan requested to $556,000, eliminating the 
request for $425,000, and be in position to give a first mortgage on 
the property as security. 

Finance No. 4895. Reading Co. asks modification of order of 
June 30, 1925, so as to permit it to pledge $28,000 of Shamokin, Sun- 
bury & Lewisburg Railroad second mortgage 5 per cent bonds with 
the Central Hanover Bank & Trust Co. 

Finance Nos. 5546, 7499, 8166, 5525 and 3369. Applications of 
Atchison, Topeka & Santa Fe Railway Co. for authority to sub- 
stitute new leases for old leases of the New Mexico Central Railway 
Co., the Kansas City, Mexico & Orient Railway Co., the Oil Fields & 
Santa Fe Railway Co., the Garden City, Gulf & Northern Railroad 
Co., and the Grand Canyon Railway Co. 

Finance No. 9547. Chattahoochee Valley Railway Co. asks author- 
ity to abandon about 14 miles of line in Chambers county, Ala., 
between Standing Rock and east boundary line of Alabama. 

Finance No. 9548. W. V. Griffin and H. A. Purvis, receivers of 
Georgia & Florida Railroad, ask authority to issue $1,000,000 of 
receivers’ certificates of indebtedness, of which $600,000 is to bear 7 
per cent interest and to be used in refunding last June 1 maturities 
of receivers’ certificates, and $354,721, bearing 6 per cent interest, 
is to be pledged as security for loan of like amount from Reconstruc- 
— Finance Corporation, and balance to be held subject to further 
order. ; 

Finance No. 9549. Joint petition of Northwestern Bell Telephone 
Co. and Beaver Valley Telephone Co. for approval of acquisition of 
properties of latter in Nebraska by former. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9371, permitting the Marquette 
& Bessemer Dock & Navigation Co. to abandon operation, within the 
United States, of its car-ferry line across Lake Erie, approved. 

Report and order in F. D. No. 9456, authorizing the Southern 
Pacific Co. to assume obligation and liability as guarantor in respect 
of $35,646,106.93, principal amount, of Central Pacific Railway Co. 4 per 
cent 35-year European Loan of 1911 bonds, all or any part of said 
bonds to be pledged and repledged as collateral security for short-term 
notes, approved. 

Supplemental report and order in F. D. No. 8751, modifying order 
of April 16, 1931, 170 I. C. C. 649, so as to permit (1) the substitution 
of the applicant’s uncapitalized equity in certain equipment, to the 
extent of $24,545,657.65, for a like amount of capital expenditures sub- 
mitted as a part of the basis for the issue therein authorized of 
$50,000,000 of 50-year 4% per cent gold bonds, and (2) the pledge and 
repledge of $35,646,106.93, principal amount of Central Pacific Railway 
Co. 4 per cent 35-year European loan of 1911 bonds as collateral secu- 
rity for short-term notes, approved. 

Supplemental report and order in F. D. No. 1522, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company of 
control, under a substitute lease, of the railroad and property of the 
California Southern Railroad Company, previous report, 70 I. GC. C. 514 
approved. ; 

Supplemental report and order in F. D. No. 5490, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Company of 
control, under a substitute lease, of the railroad and property of the 
Corona & Santa Fe Railway Company, previous report, Til i. C; C. 
566, pooreres. 

Supplemental report and order in F. D. No. 5371, authorizing the 
acquisition by the Atchison, Topeka & Santa Fe Railway Gommanr of 
control, under a substitute lease, of the railroad and property of the 
Fresno Interurban Railway Company, previous report, 117 §.. Cc. ©. @ 
approved. ; 

Report and order in F. D. No. 9527, (1) authorizing th alti 
& Ohio Railroad Company to assume obligation and aisle ae anor 
antor, in respect of the payment of the principal and interest of a 
loan of $2,500,000 to the Alton Railroad Company by the Reconstruc- 
tion Finance Corporation, and, as indorser, of not exceeding $299,773.20 
of demand notes of the Chartiers Southern Railway Company "to be 
pledged as security for said loan, and of any notes of the Mononga- 
hela Railway Company hereafter acquired and pledged for any loan 
or loans from the Reconstruction Finance Corporation; and (2) dis- 
missing that part of the application requesting authority to pledge 
and repledge the indorsed notes of the Monongahela Railway Company 
———- Southern Railway Company, or both, for other loans, 

Supplemental report and order in F. D. No. 2353. au i 
the acquisition by the Atchison, Topeka & Santa Fe acer te 
control, under a_ substitute lease, of the railroad and property of 
the a . — Fe Railway Co., approved. 

upplemental report and order in F. D. No. i 
the acquisition by the Atchison, Topeka & Santa Tag eng Sg 
Dease’ Clip ak oe eo x — railroad and property of the 

imarron Valle ai " i 
c. . 449, ledtenak y ilway Co., previous report, 79 I. 
upplemental report and order in F. D. No. 4678, authori 
acquisition by the Atchison, Topeka & Santa Fe eee age en 
trol, under a substitute lease, of the railroad and property of the 
Elkhart & Santa Fe Railway Co., previous report 94 I, C. C. 695 
approved. 

Report and order in F. D. No. 9517, authorizing the nn 
Transfer Railway Co. to issue $234,000 of firat-mortence Avene 
bonds, to be delivered to the applicant’s proprietary companies in 
ue for advances used for additions and betterments, ap- 
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Report and order in F. D. No. 9519, authorizing Legh R. Powel] 
Jr., and Ethelbert W. Smith, receivers of the Seaboard All Floridg 
Railway, Florida Western & Northern Railroad Co., and East ang 
West Coast Railway, to issue not exceeding $309,000 of receiverg’ 
certificates, to be sold at not less than par and accrued interest 
and the proceeds used to pay taxes, approved. ; 

Second supplemental order in F. D. No. 7585, modifying prior 
orders of the Commission so as to permit the Baltimore & Ohio Rajj- 
road Co. to pledge and repledge certain stock as collateral security 
for the loan of $2,500,000 from the Reconstruction Finance Corpora. 
tion to the Alton Railroad Co. as required by the Commission’s 
certificate of May 24, 1932, modified July 1, 1932, in Finance Docket 
No. 9333, approved. 

Report and order in F. D. No. 9470, authorizing the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Company (1) to issue not ex. 
ceeding $5,000,000 of 6 per cent secured notes and (2) to pledge as 
collateral security therefor not exceeding $6,250,000 of first refund. 
ing mortgage bonds, series B; said notes to be used in the payment 
of maturing notes, approved. 

Report and certificate in F. D. 9513, authorizing the acquisition 
by the Ohio Bell Telephine Co. of the properties of the Beaver 
Telephone Co., approved. 


TENTATIVE VALUATION REPORTS 


In Valuation No. 1087, East Erie Commercial Railroad, the 
Commission, by division 1, as of December 31, 1927, has tenta-. 
tively found final value as follows: Owned and used, $550,000; 
owned but not used, leased to General Electric Co., $22,800; 
used but not owned, $1,770; total owned, $572,800; total used, 
$551.770. 

In Valuation No. 1089, Uvalde & Northern Railway Co., the 
Commission, by division 1, has tentatively found final, as of 
December 31, 1927, as follows: Owned and used, $550,000; 
used but not owned, $2,148; total owned, $550,000, and _ total 
used, $552,148. 

Valuation No. 1090, tentative valuation of property of the 
Mobile & Gulf Railroad Co., as of December 31, 1928. By the 
Commission, division 1. Owned and used property, $425,000. 

Valuation No. 1091, tentative valuation of property of the 
Mississippi Export Railroad Co., as of December 31, 1928. By 
the Commission, division 1. Owned and used property, $585,000, 

Valuation No. 1093, tentative valuation of property of East 
Texas and Gulf Railway Co., as of December 31, 1927. By the 
Commission, division 1. Owned and used property, $48,000; 
used but not owned, $434. 

Valuation No. 1092, tentative valuation of property of Gra- 
ham County Railroad Co. as of December 31, 1928. By the 
Commission, division 1. Owned and used property, $310,000; 
used but not owned, $107. 


Valuation No. 1096, tentative valuation of property of North 
& South Railway Co. and Wyoming North & South Railroad 
Co., as of December 31, 1927. By the Commission, division 1. 
Used but not owned property, leased from Wyoming North & 
South Railroad and owned by that company, $1,405,000; leased 
from private parties, $237. 


Valuation No. 1097, tentative valuation of property of Port 
Angeles Western Railroad Co., as of December 31, 1927. By 
the Commission, division 1. Owned and _ used _ property, 
$2,075,000. 


NEWSPRINT PAPER 


In a reply to the carriers’ petition in No. 21095, rates on 
newsprint paper, import and domestic, to points in official and 
southern classification territories, asking the Commission to 
take judiciai notice of matters relating to the financial difficul- 
ties of the railroads, counsel for the Minnesota & Ontario Pa- 
per Co., and its receivers, say they do not ask the Commission 
to ignore such facts but that if-the Commission is only ex- 
pected to take judicial notice thereof, there is no occasion for 
the carriers’ request, and the only purpose thereof seems to be 
to create a situation whereby the Commission must consider 
the carriers’ condition and will be powerless to consider what 
may be called the other side of the picture, as to developments 
since the hearing closed. 

“Counsel for the carriers may be anticipating a denial of 
their petition as affording ground of error for future appeal 
against an unsatisfactory order of the Commission,” say coun- 
sel. “To the extent that their petition asks the Commission to 
take judicial notice of any facts of which the Commission 
properly may take judicial notice, there is no occasion for 
granting or denying the petition. We suggest, therefore, that 
the Commission enter an order and serve the same upon the 
parties, simply reciting that the aforesaid petition is received 
and placed on file for such consideration as may later appear 
to be appropriate.” 


CORRECTION IN DOCKET NUMBER 


The docket number in No. 22921, Collins Paving Co. VS. 
F. E. C. et al., was erroneously published as “22931” in The 
Traffic World of May 7, pp. 973 and 985. 
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Shippers and the Railroad Statement 


and commercial organizations over the country with re- 

spect to the railroad statement to the public, issued in 
New York last week (see Traffic World, July 23, page 132), 
were obtained as the result of a request, sent to twenty-two 
such traffic men, asking them to express themselves briefly, in 
order that a cross section of the shipper view—in so far as 
there may be said to be such a particular view—might be 
presented. The failure of many to state their views in response 
to the invitation is attributed partly to lack of interest; partly 
to the fact that some traffic men do not feel authorized to talk 
about matters like this; and partly to the fact that, doubtless, 
some to whom letters were sent were away for some reason 
or other. It will be seen that the views expressd vary pretty 
widely. No attempt has been made to arrange them in the 
order of their importance or interest; the order is that in 
which they were received.—Editor The Traffic World. 


T= following views of traffic representatives of industries 





W. H. Chandler, manager, traffic bureau, Merchants’ Asso- 
ciation of New York.—I expected something more definite and 
constructive as a result of the meeting of railroad executives. 
Taken as a whole, it appears to be a plea for public sympathy. 
It merely reiterates the declaration of policy of November, 1930, 
with respect to regulation of competing forms of transportation 
in order that lost traffic may be regained. The statement is 
disappointing in that the carriers have offered no constructive 
suggestions as to how present regulation might be modified 
more fairly to meet changed conditions. 





Paul M. Ripley, traffic manager, American Sugar Refining 
Co., New York.—I regret to say that I have not had an oppor- 
tunity carefully to analyze the statement of the railway execu- 
tives. I am thoroughly in accord with their view that there 
should be equality of treatment with all other agencies of trans- 
portation. I believe that proper regulation of highway and 
waterway transportation should be enacted at the earliest pos- 
sible moment. The unregulated agencies are bringing back 
into existence practices similar to those that made necessary 
the enactment of the Elkins’ act. I further find that the re- 
sponsible operators are in accord with the views that proper 
regulation should be enacted promptly. 





E. C, Nettels, general traffic manager, General Foods Corp., 
Battle Creek, Mich.—To every thinking man, the present de- 
plorable conditions, as affecting our great railroad systems, are 
most serious and alarming. 

The railroads have been the most potent factors in the 
upbuilding and growth of our nation, and the greatest force in 
our industrial development. It is, therefore, apparent that all 
our people should be vitally interested in their welfare and in 
every possible way assist them to regain their place in the 
transportation field. 

Since the passage of the transportation act in 1920, con- 
ditions relating to transportation have very materially changed. 
The railroads are so hampered and handicapped under the 
provisions of this law that it is practically impossible for them 
to provide the service they are so well qualified and prepared 
to perform. 

It would, therefore, seem only just and fair that such modi- 
fications should be made as will give them the same oppor- 
tunity to conduct their business as is afforded their competitors. 

I have already publicly declared my belief that the trans- 
portation act should be repealed and a law similar to the 
original interstate commerce act enacted in its stead, and I 
adhere to that statement, as I believe the executvies of the 
railroads, who have devoted their lives in the service, are 
better fitted to conduct their affairs than a political body 
created by law to exercise such functions. 

_ If the railroads will bear the shippers’ burdens a little more 
in mind in their dealings with rates and regulations, perhaps 
a better understanding will be brought about. 

Many of the antiquated and annoying provisions in the 
Classification and tariffs should be eliminated, as they are the 
Cause of trouble and confusion, both as regards the shipping 
public and the railroads themselves. 

Let us hope the day is not far distant when the great 
transportation agencies shall again become the dominating fac- 
tors in our commercial affairs. 





E. A. Jack, general traffic manager, Aluminum Company of 
America, Pittsburgh.—The statement of the executives is, in 
the main, wholesome and constructive, but, taking it as a whole, 
it would seem to be merely window dressing for paragraph 12. 


For more than two years I have, as occasion permitted, called 
attention to the mistake the carriers were making in asking 
that all other competitive means of transportation be ham- 
strung as they were, instead of using these newer instrumen- 
talities as a means to liberate themselves from the yoke which 
has been placed on them, partially by legislation, but to even 
greater degree by their unresisting submission to the, at times, 
questionably wise administration of that legislation. This state- 
ment of policy is the first that I recall having seen in which the 
railroads have partially abandoned their plea for the restric- 
tion of others and have asked for more liberty for themselves, 
but I disagree heartily with the statement “that the same kind 
and measure of regulation should be extended to all other 
agencies with which they must compete.” The present trans- 
portation act, if applied to the trucks, to inland waterways, or 
to intercoastal shipping, would put them out of business and 
industry would be deprived of these more elastic and highly 
essential modes of transportation. You cannot make a “fit-all” 
transportation law, but our laws must be so designed as to 
preserve the advantages which each of these separate modes of 
transportation has to offer and not make the mistake of the 
present transportation act, which has virtually destroyed the 
dog in an effort to kill the flea. 





R. W. Campbell, manager traffic department, Butler Paper 
Corporations, Chicago.—I am heartily in accord with the car- 
riers’ statement. The railroads must survive as a matter of 
expediency, if no other. They made possible the pushing back 
of the frontier and the settling of this country and, in that 
process they became indefinably and inextricably woven into 
the very fabric of our nation. It is not expedient that the rail- 
roads should give way to another mode of transportation re- 
gardless of the present economics of the situation. I am 
confident that the future will reveal the railroads to be (all 
things considered) the most economical form of transportation. 

The folly of the present trend in transportation is evident. 
Competition is forcing unwilling shippers to use trucks in order 
to make a small saving. The railroads cannot operate on “half 
a loaf.” They must have nearly all of the traffic or they can- 
not maintain efficiency and pay a profit. Suppose the railroads 
became obsolete. Motor trucks would then have to haul the 
greater part of the commerce of the country. (Many commod- 
ities cannot be handled via motor truck.) The present highways 
could not begin to handle commerce to this extent, and private 
cars would be permanently forced off of the highways. There- 
fore, it would be necessary to build super highways for the 
exclusive use of motor trucks if the railroads became obsolete. 

Since 1921, the federal and state governments have spent 
more than thirteen billion dollars for the building of highways, 
which are not nearly adequate to handle all the commerce, (Ton- 
nage via waterways will always be negligible.) The railroad 
valuation is placed at twenty-five billion dollars. It seems rea- 
sonable to assume that the necessary super highways to handle 
all the commerce would mean the further investment of an 
amount of money closely approaching the present valuation of 
railroads. If this is the case, it would simply be a duplication of 
facilities resulting in higher (than rail) truck rates in order 
to pay interest and maintenance charges on the super highways, 
plus a profit. In the meantime, insurance companies, banks, 
colleges, and individuals have lost their investment in rail- 
road stocks—a staggering blow to say the least—city streets 
have become unthinkably congested, and all for the privilege 
of ultimately paying a higher rate. 

I believe in regulation by the Interstate Commerce Com- 
mission but not nearly to the extent of present regulation. The 
Commission should interfere as little as possible. Its activities 
should be judicial rather than managerial. The carriers should 
and must be permitted to meet competition where they find it. 
On no other basis can they cope with other forms of trans- 
portation. The railroads should immediately be permitted to 
meet Panama Canal competition. There can be no reasonable 
argument advanced against this. The railroads are entitled 
to equality of opportunity. 

In the matter of waste and economy it would appear that 
the railroads have much ground yet to cover. I believe the 
very nature of the railroads is conducive to waste. They are 
so gigantic and cover such a vast territory that the matter of 
control at once becomes much more difficult than that of indus- 
try in general. If the railroads can be operated on a plane of 
economy equal to that of industry, undoubtedly their present 
cost can be greatly reduced. Railroad management, in spite of 
much interference, has done remarkable things, but one thing 
remains to be done—a way must be found, and probably will be, 
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of so coordinating truck and rail that a superior service will 
result at a cost lower than any basis heretofore thought possible. 





T. T. Harkrader, traffic director, American Tobacco Com- 
pany, New York.—The American railroads continue as our most 
important transport agency. In normal times they pay enor- 
mous sums in wages and for the purchase of the products of 
other industry. When they are forced to economize, the entire 
country feels the effects of reduced railway employment and 
railway expenditures. National prosperity and railroad pros- 
perity have always seemed to go hand in hand. 

The railroads are entitled to a fair deal, but the solution 
of their problem is not more power for bureaucracy but a re- 
laxation of government in business and the restoration of in- 
dependence in railroad management. Taxes raised by the 
national government have grown enormously to support bureauc- 
racy. The present day demand is for less expense in govern- 
ment, ; 

Railroad regulation has grown intricate, complicated, and 
involved, and is costing millions of dollars for which the coun- 
try obtains no adequate return. Neither railroad nor shipper 
is satisfied. “Repeal” is the slogan of the day—the repeal of 
laws that restrict enterprise and freedom of action. 





Guy L. Cory, secretary and manager, Springfield (O.) Traffic 
Association.—_The “statement of policy’ announced by the rail- 
road executives in New York, July 20, is sound and reasonable, 
according to my judgment. Nothing contained therein even 
hints at a desire for preferred treatment. 

I find myself in entire agreement with the statement that 
the railroads are the first line of defense, not only in time of 
peace but even more in time of war, and that other forms of 
transportation cannot supplant the steam lines in the movement 
of the commerce of this country. 

It is my view that highway transportation has its place 
in the scheme of things, and I also appreciate the difficulty in 
regulating this form of transportation on account of the numer- 
ous privately owned and contract carriers competing with com- 
mop carrier trucks. 

In discussing highway transportation, there is confusion 
in the minds of many between taxation and regulation. In 
many states motor trucks are probably fairly taxed but it is 
grossly unfair to regulate the rates of steam railroads and allow 
the trucks to bargain for their traffic. Intrastate truck rates 
are regulated in Ohio; they should be, interstate. 

It is my view that the federal government should retire 
from water transportation at the earleist possible moment. 
It has never been demonstrated that the 20 per cent less rates 
in which the steam carriers are compelled to participate are 
reasonable or just. 

I am opposed to the government being in any business in 
competition with private capital. 

I can find no conflict with the views above expressed in 
the executives’ statement and I am in accord with them in 
most respects. 





R. J. Wallace, traffic manager, Jaques Manufacturing Co., 
Chicago.—The memorandum of the railway executives is quite 
general and seems to be largely a reiteration of statements made 
in the last few years. 

The third paragraph pledges the carriers to avoid all “pre- 
vertable waste in the competitive relationships’ between them- 
selves. This is a broad statement and, of course, is subject 
to various interpretations. Those familiar with transportation 
matters realize that there are many wasteful practices, but 
nothing in the document indicates what the executives intend 
doing. In fact, it seems those things should be handled with 
as little publicity as possible. 


At the present time, if an eastern car is on the Pacific 
coast and there is a load for New York, it is quite likely the 
eastern car would move empty and a western car be sent to 
New York with the load in order to get the western car into 
service. At the same time, cars owned on the Pacific coast 
would be moving west empty in order that the eastern cars 
might be kept in service, even though all the cars were built 
from the same specifications. This may be “preventable waste” 
in equipment ownership for competitive purposes. 

Mention is made of the restrictions in the publication of 
railroad rates as compared with the freedom with which their 
competitors on the highways make changes. It is hardly likely 
each railway operating between Chicago and the Missouri River 
would want to make individual rates on twenty-four hours’ 
notice, regardless of the views of its competitors, especially so 
in view of the statement about “competitive waste.” 

There is some question as to how far this managerial free- 
dom should extend. In that respect, the statement is not spe- 
cific. The carriers are not permitted to give free passenger 
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transportation except in a very restricted way. The Commis. 
sion forces the collection of railroad freight charges within a 
period limited in hours, and it is hardly likely the carriers 
would want to relax either of these provisions. Until the state. 
ment is more specific as to just what is intended, it is hard to 
draw conclusions. 





C. E. Childe, manager, traffic bureau, Omaha Chamber of 
Commerce.—The railroads are to be commended and encouraged 
for their resolve to meet competitive conditions and increase 
their efficiency by stronger organization and more extensive 
research and experimentation. 

In my opinion, the railroads have been depending too much 
on the Commission and too little on their own studies and 
efforts to readjust the freight rate structure to fit present con- 
ditions. At present, many rates are unreasonably high and 
others unnecessarily low. Both extremes deplete railroad 
revenues and the commerce of the country is suffering from an 
unintelligent rate structure. 

If a small part of the organization and brains which brought 
about the improved railroad operating efficiency.of recent years 
is concentrated on scientific analysis and revision of freight 
rates in harmony with the cost and the value of the service, a 
tremendous step towards prosperity will be taken. Much re- 
mains also to be done in the field of operation to modernize 
railroad service to make it responsive to the needs of commerce. 

The shipping public will respond whole-heartedly to any 
program to improve railroad efficiency and prosperity. It is 
to be hoped that the railroad executives realize by this time 
that the way out of their difficulties lies primarily in their own 
efforts and not in inflicting burdensome legislation on competing 
forms of transportation. 





Leo E. Golden, traffic commissioner, Grand Rapids Associa- 
tion of Commerce.—The railroads’ new “declaration of policy” is 
disappointing in that it fails to deal specifically with the imme- 
diately fundamental objective, namely, to “Make railroad haul- 
age of freight traffic attractive to shippers and receivers.” 

Discussions of inequality of regulation and taxation; of 
values of properties as determined by the Commission; of the 
ratio of bonds and stocks to such values; of the ownership of 
railroad securities; of highway-development expenditures of the 
states and the nation; and of the public’s economic dependence 
on a right solution of the transportation problem, do not tend 
to meet the immediate needs of the raliroads. 

Accepting as basically true the premise that there is a 
logical and presently persuadable association of railroad-trans- 
portation with commodity-distribution, the railroads would do 
well to declare their immediate intention to call rate-territorial, 
regional, or state conferences of shippers and railroad traffic 
and operating executives, to encourage the direct submission 
and frank discussion of suggestions for the harmonization of 
railroad service, costs, and charges with the present-day needs 
of commerce. Such a joint conference was recently held in 
Grand Rapids under the auspices of our Association of Com- 
merce, and out of that conference came fourteen very definite 
suggestions which could well be adopted by the railroads and 
which, having been previously printed in the Traffic World (Page 
21, July 2, 1932), it is unnecessary to repeat here. 

I should like to see these suggested territorial or state 
conferences followed immediately by a national conference to 
be held under the joint auspices of the National Industrial Traffic 
League and the Association of Railway Executives. 

A declaration of intention to pursue such a program, imme: 
diately, together with a sincere invitation to the shipping pub: 
lic to cooperate therein, would be a most welcome indication 
of a real approach towards the ultimate solution of our trans- 
portation problem. 


ABANDONMENT OF LINES 

Abandonment of more than 500 miles of railroad in the 
first six months of 1932 was authorized by the Commission. 
Thirty-eight applications covering this mileage were granted. 
The mileage abandoned ranged from less than a mile in some 
instances to 89 miles. Up to July 1 and since November 1, 
1931, the Commission authorized abandonment of approximately 
740 miles of railroad. In the year ended October 31, 1931, cov- 
ered by the Commission’s last annual report, abandonment of 
1,019 miles of railroad was authorized, as compared with 1,807 
miles the preceding year. 

The effect of highway competition with railroads, principally 
short line railroads or branches of trunk lines, is reflected in 
these abandonment cases. Mention of competing motor vehicle 
service is made in the great majority the Commission’s reports 
dealing with abandonment applications, and in a number of 
cases this competition has been found to have been one of the 
chief causes of abandonment. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous letters or communications bearing fictitious signatures will be published.) 





COOPERATION SUPPLANTED BY LAW 


Editor The Traffic World: 

Thirty years ago the first traffic club in this country was 
organized. The avowed purpose was to promote cooperation 
between the traffic managers of industry and the railroad offi- 
cials. The intervening years have found similar organizations 
established in every industrial section, but the organizers of 
the first club, of which I was one, look with dismay on the 
departure from those principles that gave such large value to 
members of these clubs twenty-five years ago. 

The full meaning of the word “cooperation” was exemplified 
in practice and a confidence established that was akin to re- 
ligion. Both sides to rate controversies soon found the middle 
ground without the aid of arbitrators, and with profit to both. 
The law governing each was seldom invoked. This was the 
attitude created by the early clubs for the membership, but, as 
competition for size developed among rival organizations, mem- 
bers were added to the roster without regard to their experience 
in the traffic field and the cherished principles of the founders 
were dissipated. Large memberships became the boasted accom- 
plishment instead of the cohesion of the few whose training and 
activity supported a common cause—economic shipping with 
profit to both shipper and carrier. This departure from the 
original intent of the traffic club greatly impaired its usefulness. 
The present existence is justified by the social opportunities 
afforded, but the increased demand for Interstate Commerce 
Commission decision is proof enough that cooperation has been 
supplanted by law. If we get back to first principles and avoid 
the waste and animosities that have been experienced by many 
ill-advised shippers, the commerce of the country will be less 
burdened. Let us have peace and economy, and have them more 
abundant. 


New York, N. Y., July 23, 1932 John F. Lent. 


QUICK RAIL RATE CHANGES 


Editor The Traffic World: 

With reference to the editorial of July 16 and the discus- 
sion that has taken place in your publication about this matter: 

An illustration of an actual experience that we have had 
with one proposition may point to the trouble, and I would 
like to refer to it in order that those who hear of it may 
consider it in formulating their views as to what changes are 
necessary in the modus operandi to bring about the improve- 
ment so greatly desired by all of us. 

On February 8, 1932, we wrote the principal southwestern 
carriers, pointing out a change that should be made. 

The same month we called personally on the principal 
southwestern carriers maintaining headquarters in Chicago and 
St. Louis, explaining our proposal to them, and no objections 
were expressed, 

February 23 we again wrote the principal southwestern 
carriers, telling them that one of the carriers would put it on 
the docket and asked them to support it. The matter was 
docketed early in March for vote by mail, the last day for 
protest being March 25. We learned that an objection was 
recored and that the matter could not be approved by mail but 
would have to go to.the regular meeting of the general com- 
mittee. 

On May 4 we learned that the matter had been passed to 
the “rate committee” and was held up by that committee, 
under the record that no changes would be considered until 
matters of the kind had been passed on by the “grain com- 
mittee.” 

We took it up with the grain committee and that committee 
authorized the general committee to consider the subject. 

The matter went back to the general committee and was 
handled as an emergency subject, the line that had previously 
objected withdrew its objection, and May 20 we were told that 
the subject had been approved by the general committee. 

May 25 we were told that the matter had been appealed 
to the executive committee and that no action could be taken 
pending such appeal. 

May 30 we were told by the carriers that the matter had 


been approved and that publication would be made at an early 
date. 

May 31 we received a letter from the chairman of the 
bureau telling us that the matter had been approved. 

Later we learned that there were fourth section difficulties 
to be ironed out and we, ourselves, worked out the fourth sec- 
tion situation and told the carriers that it would be satisfactory 
to make publication so far as that could be done pending fourth 
section relief, and certain of the carriers agreed to proceed 
accordingly. 

A rate check was convened in St. Louis June 29 to check 
out the rates and we were advised that they would complete 
their check and issue final instructions to the publishing agent 
within a day or two thereafter. 

July 13 we received information that the matter had been 
taken out of the hands of the bureau representatives and sent 
back to the grain committee; later that the grain committee 
had met to discuss the matter and deferred consideration to 
an indefinite date. 

Here is a case where a matter was started in February 
and to which the carriers then said they could see no objection; 
the matter was approved in March with only one objection 
(which objection was withdrawn); a matter that went to the 
general committee, was there approved; was appealed to the 
executive committee, and there approved; a rate check called; 
was again taken up by the same executive committee and passed 
back to a sub-committee, which last named committee preserves 
the status quo ante. 

The Commission cannot be charged with this most unfortu- 
nate set of circumstances. The abuses that were rampant prior 
to enactment of the present law which fixes by statute the 
notice to be given of changes in rates would point to the un- 
wisdom of returning to the old method. The principal difficulty 
is the complicated machinery that has been built up by the 
carriers and which Frankenstein they, themselves, must master. 
When I was in the railroad service I myself champed at the 
bit when I had completed a job and was ready to proceed but 
was held up by the complicated machinery that had been set 
up and added to and built upon and extended by the carriers 
from year to year. I know that many of the carrier repre- 
sentatives feel that the carriers suffer just as much from these 
complications as does the shipping public, but, apparently, those 
who feel that way are either powerless to make a change or 
too apathetic to undertake it. 

D. R. Simpson, Traffic Commissioner, 
Fort Worth Grain and Cotton Exchange. 
Fort Worth, Tex., July 26, 1932. 





ELKINS ACT INDICTMENTS 
Editor The Traffic World: 


In view of the wide publicity that will result from an article 
appearing on §-issue entitled, “Elkins Act 


page 55 of theJuly 
Indictment,” I would respectfully offer a brief explanation. 


It is conspicuous that the practice involving the use of cars 
in which the Reo Motor Car Company was indicted was being 
followed in good faith by many others. Naturally, we refrain 
from mentioning names, but it is a fact that, by this method of 
ordering, indictments were returned against five automobile 
manufacturers and three railroads. This is some indication of 
the general understanding among those who are supposed to 
understand Rule 34. 

From the standpoint of both shipper and carrier, it was 
unfortunate that the government did not call a conference where 
honest difference of opinion might be talked out in a friendly 
manner, as has been done in regard to other matters when ship- 
pers and carriers were not always able to agree on certain 
interpretations of various rules. 

Again, it is a conspicuous fact that, within the last week 
new supplements are appearing, effective August 15, eliminating 
the debatable portion of Rule 34, and so eliminating entirely the 
main points involved in these indictments. 

It is furthermore noticeable that, after some headway had 
been made toward making some changes in Rule 34, so far as 





PAGE 208 


its affects automobile loading, the indictments were returned 
and the cases prosecuted. 

That the policies complained of had been approved by the 
joint rate inspection bureau, of course, was no legal defense, 
but it should be a warning to other shippers as to the attitude 
of the Commission. Obviously, such treatment leads directly 
to the use of other means of transportation than the rails. 
There seems to be no reason why the shipper should run the 
risk of indictments and unpleasant publicity when acting in good 
faith, if it can be so easily avoided by other means of trans- 
portation. 

Reo Motor Car Company, 
M. S. Graham, Traffic Manager. 

Lansing, Mich., July 22, 1932. 


MANAGERIAL JUDGMENT OR 
DISCRETION 


Editor The Traffic World: 


The far reaching effect of the much discussed and so little 
understood freight rate was somewhat dealt with in a talk, at 
Notre Dame University, June 5, 1932, by Owen D. Young and 
is printed in the “Review of Reviews” for July, and leaves 
the impression that the rate should provide sufficient revenue 
to enable the railroad to pay its way and at the same time the 
rate should be of a measure no higher than would afford a 
profit to the farmer and manufacturer using it. 

The inference is that, with these features mer, the result 
would be profit to the farmer and manufacturer; payment of 
interest on and cancelation of mortgages; increased business 
for the banks; dividends to holders of railroad securities includ- 
ing payments to insurance companies, with consequent dividends 
to policyholders. In all, a large degree of prosperity. Mr. 
Young’s remarks on these phases are: 

So when we find our banks in danger because they have invested 
in railroad bonds and these securities are depreciated because the 
business of the railroads is adversely affected, we discover all at 
once that the banking problem has become a railroad problem. When 
we examine our railroad problem we find it depends on the rates deter- 
mining its income and the wages measuring its expense, and so a 
banking problem becomes one of railroad rates and railroad labor. 
And when we go into the question of railroad rates, we find that 
industry and agriculture are affected. Their output may be market- 
able or not, depending quite as much on rates of transportation as on 
cost of production. So a banking problem becomes one of industry 
and agriculture. And if the credit of industry and agriculture is 
weakened by diminished market due to increased rates the very loans 
which the banks have made to them become impaired and so the 
circle is complete * * * Who can deal with this avalanche—as a whole? 
Take the case of the banks and their railroad bonds. Bankers cannot 
do so. The Federal Reserve cannot do so because it has no power over 
the railroads. The railway executives can not do so in the matter 
of rates, because they must have the action of the Interstate Com- 
merce Commission. 


How are these matters to be reconciled? 

In theory “managerial discretion” is left with the railroads 
but the interstate commerce act provides, among other things, 
that rates must be reasonable (not less than minimum reason- 
able rates and not more than maximum reasonable rates), and 
not unduly preferential or prejudicial, and apparently leaves it 
with the Commission to decide. 

From the angle of the railroads we start with the idea that 
rates should pay something more than the cost of transportation, 
but it is impossible to calculate precisely the cost of trans. 
portation of a particular commodity; even the out-of-pocket costs 
for certain transportation operation is extremely difficult, and 
factors to be considered in connection therewith are not easily 
defined. The Commission recognizes this (112 I. C. C. 347 and 
181 I. C. C. 354). 

The value of service is a factor of importance, how great 
(or little) depending on the demand of the public at the market 
to which the freight is to be transported. Unquestionably trans- 
portation does increase the value of a commodity, in removing it 
from the source of plenty with little demand for local consump- 
tion, to a place of scarcity with a demand, and in proportion to 
its desirability. 

Now we come to the point where the rate must be fixed 
and its relation to other rates determined. 

A producer of agricultural products, for instance, at a point 
3,000 miles from a market must compete with a producer located 
1,000 miles from the same market (or 2,000 miles closer). Con- 
sidering the matter as a simple mathematical computation the 
rate for a haul of 3,000 miles should be three times the rate for 
a haul of 1,000 miles, but the generally accepted assumption is 
that the transportation cost per ton mile decreases wi’h longer 
distances, therefore, the rate for 3,000 miles should be less than 
three times that for 1,000 miles and further, competition of 
producing points comes into play and by a good rule of business 
the carriers and producers at the one point should become part- 
ners, as likewise the carriers and producers at the other point. 
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Say it could be agreed, all elements considered, including 
managerial discretion, that the rate from the short distant point 
should be $1.00 a hundred pounds and from the more distant 
point $1.75 a hundred pounds. This would be a concession from 
a fair profit, on the particular commodity, by the carrier hauling 
from the more distant point, that the producer located on its 
line may meet the competition and make some profit, we assume 
under the circumstances a fair profit. The bulk of fruits ang 
vegetables is consumed in the larger cities with relatively little 
competition at other places. 

The long-haul carrier to which accrues the $1.75 rate is not 
a philanthropist and its incentive to go below a normal rate jg 
that it may receive additional traffic at some profit and at the 
same time foster an industry located on its line. The rates fixe 
would be based on an intelligent experience and understanding 
of conditions, extending over years of business training. 

The rates of $1.00 and $1.75—one is relatively high or the 
other is relatively low, but they both represent managerial judg. 
ment. The Interstate Commerce Commission could find that 
the $1.00 rate is relative (not actually) high. That is, the rela. 
tionship between the rates should be different; the $1.00 rate 
should be lowered or the $1.75 rate increased; in either event 
destroying the spread between the rates, which, in carriers’ 
experienced judgment, would be proper. To reduce the presum. 
ably reasonable rate of $1.00 would deprive carriers of fair 
revenue and enable the short-distance producer to perhaps, sell 
at a price that would exclude from the market the long-distance 
producer. Any rate higher than $1.75 may absorb the margin of 
profit to the long-distance producer and likewise exclude him 
from the market. 

In the southern class rate investigation, Docket 13494, the 
Commission said: 


That no good reason has been shown for making interstate class 
rates between any two points in Southern territory relatively high in 
order that corresponding rates for other hauls may be relatively low, 


The rates condemned by the Commission were proposed by 
the fourth section committee of southern carriers, constituting 
the best talent, supported and endorsed by the chief and respon- 
sible traffic oficers—all men of tried experience. Nothing could 
be more of managerial judgment, yet this judgment was waived 
aside by the Commission and its own judgment imposed. 

The Commission in another case (182 I. C. C. 124) said: 


The question presented to us, we are informed, is one which calls 
for the exercise of managerial judgment on the part of the carriers, 
with which we should not interfere, but the important and determin- 
ing facts which form the basis for the exercise of managerial judgment 
are withheld. 


What could be better evidence of managerial judgment than 
the statement under oath of people who qualify as experienced 
traffic men and make the assertion that it is? Judgment is also 
difficult to define and it is harder to determine the basis for the 
exercise of managerial judgment except to say it is predicated 
upon long experience. 

As a palliative, in a previous case (169 I. C. C. 557), the 
Commission made these remarks: 


The law does not contemplate that all rates shall be on the same 
level, differing only to the extent justified by distacne and cost of 
service. Its intent is to give the carriers some latitude in fixing rates. 
It is their province to take into consideration commercial competition 
and any other facts or circumstances affecting their prosperity. Their 
prosperity is dependent on the welfare of the communities and persons 
they serve and they may maintain rates less than maximum reason- 
able rates and rates lower than we can lawfully prescribe, so long 
as they do not unduly prejudice other communities or unduly burden 
other — Preference and prejudice are not prohibited unless they 
are undue. 


At the present time the railroads in Official Territory are 
protesting to the Commission the usurpation of managerial judg- 
ment or discretion. It is pointed out here that, when the Com- 
mission weighs the evidence and reaches a conclusion thereon, 
the courts hold themselves bound thereby. The courts, including 
the United States Supreme Court, do not question the “judg- 
ment” of the Commission. Reference to any number of Supreme 
Court decisions will sustain this statement. This appears so 
well established that the railroads, at least, seem reluctant now 
to carry a case to the courts, as is evidenced by the recent pro- 
test to the Commission (instead of the courts) of the decision 
in I. & S. 3569, classification rating on food products, less car- 
load, between points in Official and Illinois territories, wherein 
the Commission said: 


Respecting, as we do, the sphere of proper managerial discretion 
of the respondents, we conclude on this record that the claimed 
benefits to them would not result, or would be more than outweighed 
by the losses flowing from this proposal. 


The natural ally of the shipper is the carrier. The Com- 
mission expresses this opinion: 


It is not within our province to prescribe freight rates for the 
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purpose of equalizing production costs or regulating business prac- 
tices of competing manufacturers (179 I. C. C. 686). 


It is within the province of carriers to do these things within 
limitation of not undue preference or prejudice and at rates not 
less than minimum reasonable. The shippers’ interests, on the 
whole, are better served by fairly related rates than by the 
quantum of rates. 


It is not the intention to reflect on the Commission as to its 
general activities, but it is emphasized that successful operation 
of the carriers must, in the very nature of things, rest in man- 
agerial discretion and judgment and that there should be a dif- 
ferent interpretation as to what managerial discretion or judg- 
ment is; if necessary, the law should be changed. This is not 
written by a lawyer or an “author,” but reflects the views of one 
who likes to feel that a traffic man of practical knowledge has a 
prominent place (or should have) in the field of economics and 
who would point out that, while there are intricacies of the 
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rate structure only to be understood by long study, the functions 
of rates are not so difficult of discernment by the man who may 
read, even as he runs. 

It is of interest in connection with this subject that House 
Resolution 278 introduced by Representative Collier, of New 
York, proposes a Congressional investigation of the Commis- 
sion to determine whether it shall be granted further power or 
shorn of its present large power over rate-making, accounting 
and issuance of securities of railroad companies, and whether 
or not the Commission has been functioning in accordance with 
the spirit and provisions of the interstate commerce act, the 
transportation act, Section 15a (2) of which provides for rates 
to permit carriers to earn a fair return, which was not realized. 
The resolution provides for appointment by the Speaker of the 
House of a committee which shall examine into the delibera- 
tions, operations and decisions of the Commission since the 
passage of the transportation act of 1920. 


Norfolk, Va., July 15, 1932. O. C. Abrams. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


NOTICEABLE increase in the number of full cargo grain 

fixtures in the last few days appears to mean nothing so far 
as permanent betterment is concerned. Rates are unchanged 
and there is nothing to indicate their improvement in the near 
future, though some freight brokers are looking for a change 
for the better soon. 

Recent fixtures included a Dutch steamer to take 37,000 
quarters from Montreal to London at 1s 744d for prompt loading; 
a 6,100-ton boat from the Gulf to Greece for the first half of 
August on the basis of 2s 9d for one port and 1d extra for each 
additional port up to five, and a British steamer from Montreal 
to Bristol Channel on the basis of 1s 9d for the first half of 
August, with option for discharge at Plymouth at 1s 10%d or 
both ports 2s 114d. 

Transatlantic sugar cargoes were scarce and the fixtures 
made were at prevailing rates. Aside from the West Indies’ 
trade the time charter market was dull. One charter of a 2,441- 
net ton steamer for the New York-River Plate trade, for a 
short period, was consummated on private terms for early 
August. Tankers experienced another dull week. 

No full cargo coal business has developed lately, though 
there are several inquiries for additional tonnage for the West 
Indies and Canada. 

Announcement is made by Paul Albert, secretary of the 
Far East Conference, that ‘in the interest of stability of rate 
structure which is most desirable from the standpoint of both 
carriers and shippers, the Far East Conference has adopted 
the contract and noncontract system embracing all tariff rated 
commodities. This system will be put into effect in the very 
near future.” 


Announcement is made that the Castle Line, which has 
operated a freight service from Texas ports to Europe for the 
last thirty years, has decided to extend the same service to 
New Orleans, both eastbound and westbound. The Castle Line 
is a member of the Gulf-French Atlantic-Hamburg Range Freight 
Conference. 


It is understood that the North Atlantic-Far East Conference 
has approached the New York Freight Forwarders’ and Brokers’ 
Association in regard to having the member companies of that 
organization enter into an agreement whereby the association 
would act as agents of the member lines of the conference 
rather than as forwarders. Following a meeting of the for- 
warders at which Maurice Ascher, president of the association, 
presided, it was unofficially stated that the members were not 
favorably impressed with the plan but were open minded to the 
extent that they would meet representatives of the conference 
in joint session if the conference wished to make such an 
arrangement. 

An international shipping cartel, with American and for- 
eign lines sharing equally in passenger and freight revenues in 
Specified trade areas, is suggested by Robert C. Lee, vice-presi- 
dent of Moore and McCormack, as the only permanent solution 
of the problems that beset the world shipping industry. He 
has just returned to New York after a business trip abroad. 
He said he had been working on the proposal for months and 


was gratified to find that United States government officials and 
leading European shipowners shared his views. 


WORLD SHIPBUILDING 


“World shipbiulding is at a lower level than at any other 
time during the past 50 years,” says the transportation division 
of the Department of Commerce, based on an analysis of Lloyd’s 
Register of Shipping. 

“In comparison with the preceding quarter, a reduction of 
nearly 200,000 gross tons is shown in the volume of unfinished 
tonnage in the shipyards of the principal maritime countries 
except Russia, for which no information is available. A year 
ago 715,000 gross tons more were being built than at present. 

“Not one county is shown to have made a gain during the 
past quarter in the work in hand. One effect of the shrinkage 
during the past quarter was that Italy superseded the United 
States in second position, placing the latter country third in 
rank. Italy now is led by Great Britain and Ireland by only 
100,000 gross tons. At this time last year Great Britain and 
Ireland were constructing 385,000 gross tons more of merchant 
shipping than Italy, and at the close of the quarter ended 
March 31 last they held a lead over Italy of nearly 200,000 
gross tons. A year ago the United States was building about 
250,000 tons less than Great Britain and Ireland, but the gap 
now has been lessened to about 120,000 tons. 

“Germany and Spain are the only countries retaining as 
great a volume of tonnage as they had at the end of March. 

“At the end of the March quarter Great Britain and Ireland 
were building 29 per cent of the entire world output, but dur- 
ing the quarter just ended their share declined to 25 per cent. 
In the same period the proportion of the United States de- 
creased slightly, going from 16 to 15 per cent; that of the 
other shipbuilding countries, taken as a group, advanced from 
55 per cent to 60 per cent. Three years ago Great Britain and 
Ireland alone were building more tonnage than the United 
States and all the other maritime countries combined. 

“Nine large merchant vessels, each of 20,000 gross tons or 
more, are now being built throughout the world, as compared 
with 11 at the end of March. Italy still has four, as at the end 
of March, and the United States still has two. Two, however, 
now are under construction in Great Britain and Ireland, as 
against three previously; and one as against two previously 
in France. 

“Nearly three times as much tonnage was launched through- 
out the world during the June quarter as was replaced by new 
construction commenced. In comparison with the preceding 
quarter, there was a shrinkage in new work and an increase 
in launchings. The new work now in hand is less than a third 
of the total at the beginning of this year. At this time last 
year over three times as much new work was in the hands of 
the world’s shipbuilders as a present.” 


WATER CARRIER AGREEMENTS 
The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board July 28: 
1739—Royal Netherlands Steamship Company with Lykes Bros,’ 
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Steamship Co., Inc.: Covers through billing arrangement covering 
shipments from South Pacific ports of call of Royal Netherlands 
(Buenaventura, Tumaco, Esmeraldas, Bahia de C., Manta, Guaya- 
quil, Paita to Callao, inclusive, Valparaiso, San Antonio, Talcahuano, 
Coronel, Corral, Ancud, Pto. Montt and Punta Arenas) to Gulf ports 
of call of Lykes Line, with transhipment at Cristobal. Through rates 
from Ecuador and Colombia are to be based on direct line conference 
rates while through rates from Peru and Chile are to be based on 
direct line rates from the latter two countries to New York. Transfer 
charges are to be for account of Royal Netherlands. 

1980—Dollar Steamship Lines, Inc., Ltd., with Spanish Trans- 
Atlantic Line: Arrangement covers through shipments of canned fish, 
canned goods and dried fruit from Pacific Coast ports of call of Dollar 
to Cadiz, Barcelona, Vigo, Coruna, Gijon, Santander and Bilbao, with 
transhipment at New York. Through rates are to be based on direct 
line rates. Transfer charges are to be absorbed by carriers. 

1868—Gulf Pacific Mail Line, Ltd., with Oceanic and Oriental 
Navigation Company: Covers through arrangement covering shipments 
from Oriental ports served by Oceanic and Oriental Navigation Com- 
pany to United States Gulf ports of call of Gulf Pacific Mail Line, 
with transhipment at San Francisco or Los Angeles. Through rates 
are to be as named by Oceanic and Oriental. Transfer charges are 
to be absorbed by the carriers. The Oceanic and Oriental is to 
absorb inward state toll or wharfage charge and Gulf Pacific Mail 
is to absorb the outward state toll or wharfage charge. 

1982—American Hampton Roads Line, Yankee Line and Oriole 
Lines with Quaker Line: Covers through billing arrangement cover- 
ing shipments between United States Pacific Coast ports and London, 
Hull, Leith, Dundee, Liverpool, Manchester, Avonmouth, Cardiff, Glas- 
gow, Belfast, Dublin, Londonderry and other United Kingdom and Irish 
ports and Hamburg, with transhipment at Philadelphia. Through 
rates are to be based on direct lines’ rates. Transfer charges at 
Philadephia are to be absorbed by the carriers. 

1954—-The New York and Porto Rico Steamship Company with 
American-Hawaiian Steamship Company: Covers through billing 
arrangement covering shipments of cocoa beans from the Dominican 
Republic to United States Pacific Coast ports, with transhipment at 
New York. Transfer charges at New York are to be absorbed by 
carriers, 

2018—Luckenbach Steamship Company, Inc., with American- 
Hampton Roads Line: Covers through arrangement covering ship- 
ments of canned goods, dried fruit and cotton from Pacific Coast 
ports of call of Luckenbach to London, Hull, Leith and Dundee, 
United Kingdom, with transhipment at Philadelphia or Boston. 
Through rates are to be based on direct line conference rates. 
Wharfage charges at Boston and transfer costs at Philadelphia and 
Boston are to be absorbed by the carriers. 

1973—Nelson Steamship Co. with Puget Sound Freight Lines: 
Arrangement covers through shipments of lime from San Juan Islands, 
Puget Sound to San Francisco, with transhipment at Seattle. 

1998—Bull Insular Line, Inc., with White Star Line: Covers through 
billing arrangement covering shipments of fish from Halifax, Nova 
Scotia to Porto Rico, with transhipment at New York. Through rates 
are to be as set forth in the agreement. Lines are to absorb the 
eost of transfer at New York. : 

2022—Panama Mail Steamship Company with Bermuda & West 
Indies Steamship Company, Ltd.: Covers through billing arrangement 
covering shipments of nutmegs from Grenada, British West Indies 
to United States Pacific Coast terminal ports of call of Panama 
Mail, with transhipment at New York. Transfer charges at New 
York are to be divided between the lines. 

2016—Panama Pacific Line with “Italia’’ Flotte Riunite Cosulich- 
Lloyd Sabaudo-Navigazione Generale: Covers through billing arrange- 
ment covering shipments of canned goods, including fish, honey, dried 
fruit, including raisins from United States Pacific Coast loading ports 
of the Panama Pacific Line to Genoa, Leghorn and Naples, Italy, with 
transhipment at New York. Transfer charges at New York are to 
be absorbed by the carriers. 

2017—The New York and Porto Rico Steamship Company with 
“Ttalia’’ Flotte Riunite Cosulich-Lloyd Sabaudo-Navigazione Generale: 
Arrangement covers through shipments of all traffic between Genoa 
and Porto Rico, with transhipment at New York. Through rates 
are to be based on direct line conference rates. 


2019—Nelson Steamship Company with American Mail Line: 


: 2020—Nelson Steamship Company with Barber Steamship Lines, 
ne.: 
2021—Nelson Steamship Company with Yamashita Shipping Co.: 
Each of these agreements provides for through shipments from the 
Orient to United States Atlantic Coast ports of call of Nelson, with 
transhipment at San Francisco, Seattle or Los Angeles Harbor. The 
through rates thereof are to be based on direct lines’ rates. Each 
agreement provides for equal transfer charges by the carriers. 


Agreement Modified 


1325-1—Luckenbach Gulf Steamship Company, Inc., with Amer- 
ican Mail Line, Ltd.: Modifies an agreement between Luckenbach 
Gulf Steamship Company, Inc., and Admiral Oriental Line, covering 
through shipments from Oriental ports to United States Gulf ports, 
with transhipment at Seattle, Tacoma, San Francisco or Los Angeles. 

1327-1—Luckenbach Steamship Company, Inc., with American 
Mail Line, Ltd.: Modifies an agreement between Luckenbach Steam- 
ship Company, Inc., and Admiral Oriental Line, covering through 
shipments from Oriental ports to United States Atlantic ports, with 
transhipment at Seattle, Tacoma, San Francisco or Los Angeles. 


The purpose of these modifications is to record the American Mail 
Line, Ltd., as a participating carrier in these agreements in lieu of 
Admiral Oriental Line, as the business of the latter line is now 
being operated by the American Mail Line, Ltd. 

1734-1—Munson Steamship Line with American-Hawaiian Steam- 
ship Company: Modifies an agreement between American-Hawaiian 
Steamship Company and Western Ocean Steamship Corporation, cov- 
ering through shipments from United States Pacific Coast ports to 
British, French and Dutch Guiana, British and French West Indies 
and the Virgin Islands, with transhipment at New York. The pur- 
pose of the modification is to record the Munson Steamship Line as 
a participating carrier in this agreement as successor of the Western 
Ocean Steamship Corporation, 


Agreement Cancelled 


1251-C—Munson Steamship Line with Nelson Steamship Company: 
Cancels an agreement approved by the Board May 14, 1930 (1251), De- 
cember 30, 1931 (1251-1), covering through shipments from United 
States Pacific Coast ports to Miami, Fla., with transhipment at Jack- 
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sonville. Cancellation of this agreement is because of discontinuance 
of Munson’s service between Jacksonville and Miami. 


EXPORT AND IMPORT RATES 


Examiner Harris Fleming completed the hearings in I. and 
S. No. 3717 (and first supplemental order), export and import 
rates to and from southern ports, on July 23, rebuttal testimony 
taking up the last two days of the hearings. (See Traffic World, 
July 23, p. 149.) Briefs in the case, one of the most complicated 
which the Commission has had before it in recent years, are 
due on October 1. A proposed report will be made by Examiner 
Fleming. 


SHIPMENTS VIA HUDSON BAY ROUTE 


“Butter, eggs, cheese, bacon and other products of western 
Canada may be routed in the future over the Hudson Bay line 
and the port of Churchill,” says a report to the Commerce De. 
partment from Trade Commissioner J. A. Embry, Vancouver, 
B. C. 

“A British steamship company is considering equipping a 
vessel with refrigerator space for this service. The vessel] is 
scheduled to arrive in Churchill August 10 to make a trial 
shipment back to England. It is expected to carry toys, glass, 
chinaware and other products to Manitoba and Saskatchewan 
merchants. Many trial shipments of other commodities are 
reported being made by British exporters to determine the 
profit of shipping through this port. 

“Manitoba’s far-northern port of Churchill is developing 
rapidly. Elevators, sheds and docks are being constructed that 
will take care of a large number of ships. Four steamers may 
line up in a row at the new elevators, to be loaded in one day. 
— Fort William elevator No. 7 loaded 5,500,000 bushels in six 
ours.” ; 


MERCHANT MARINE CONFERENCE DATA 


Chairman O’Connor, of the Shipping Board, has announced 
that the minutes of the proceedings of the fifth national con- 
ference on the merchant marine, held in Washington earlier in 
the year, are being distributed. The volume of proceedings 
contains formal papers and discussions by some of the leading 
authorities on matters of importance to the shipping industry. 

“These annual conferences, inaugurated by the Shipping 
Board in January, 1928, continue to grow in influence as a 
national forum for the consideration of shipping problems, and 
have produced a gratifying spirit of cooperation and good will 
in the American shipping industry and associated activities,” 
said the board. 





FLEET COMPLETES 1,000TH VOYAGE 


With the arrival at San Francisco July 27 of the S. S. 
Alaskan, the fleet of the American-Hawaiian Steamship Com- 
pany, completed one thousand westbound voyages since return- 
ing to the intercoastal trade following its government service 
during the World War. What all these voyages mean in terms 
of cargo handled, miles sailed, Panama Canal tolls, ships’ wages, 
and stevedore hire, is disclosed by J. R. Fitzgerald, San Fran- 
cisco district manager. 

“In the period since our fleet re-entered the intercoastal 
trade,” said he, “it has steamed a total of 13,800,000 miles, or 
more than 540 times around the world, and has transported 
approximately 275,000,000 packages of every conceivable kind 
of general cargo. For its transits of the Panama Canal we 
have paid the United States government approximately $12,000,- 
000 in tolls; which is almost one-thirtieth of the entire cost of 
building this public waterway. In this same period we have 
paid more than $10,000,000 in ships’ wages and over $26,000,000 
in wages to stevedores. All this is in addition to the many 
millions paid in the same time for ships’ food, ships’ stores and 
equipment, terminal charges, dock and wharfage fees, harbor 
dues, ships’ repairs, and the vast number of other items that 
enter into the cost of maintaining and operating a fleet of 
twenty-three modern freighters.” 





TREND TOWARD LARGER SHIPS 


There is, at present, a distinct trend toward the construc- 
tion of larger steam vessels in the United States, according to 
reports covering the fiscal year ended June 30, 1932, received 
in the Commerce Department’s Bureau of Navigation. For this 
period, 31 steam vessels of 138,712 gross tons were built in the 
United States and documented by the Bureau of Navigation, as 
compared with 61 vessels of 132,947 gross tons in the previous 
year. Although this is a decline of about 50 per cent in the 
number of vessels, there is a small increase in the total ton- 
nage of this type. 

Of the 31 vessels documented, 11 steel passenger steamers 
totaled 129,579 gross tons, or virtually equal to the tonnage of 
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the 61 vessels documented in the previous year. One of the 31 
yessels Was a steam ferry of 2,045 gross tons. This is consid- 
ered a very large vessel of this type. There also were two steel 
steam cargo vessels of 3,638 gross tons. 

There were four very large vessels built and documented in 
the past fiscal year. Two of these, the President Hoover and 
the President Coolidge, were of 21,936 gross tons each and were 
the largest documented vessels ever built in an American ship 
yard. The other larger ones were the Monterey and Mariposa, 
sister ships, of 18,017 gross tons each. 

Two other vessels, the Manhattan and the Washington, not 
yet documented by the Bureau of Navigation, are about 30,000 
gross tons each. 


PANAMA CANAL TANKER TRAFFIC 


In June, 66 tank ships transited the Panama Canal on which 
tolls of $344,579 were collected, according to the Panama Canal. 
Cargo amounted to 365,450 tons, comprised of 358,950 tons of 
mineral oils and 6,500 tons of coconut oil. Cargo tonnage 
increased 31.8 per cent as compared with June, 1931. 


INTERCOASTAL TRAFFIC 

Statistics made public by the Panama Canal show that 
in June, 122,301 tons of cargo moved in the intercoastal trade 
of the United States from the Atlantic to the Pacific and that 
315,465 tons moved from the Pacific to the Atlantic, a total 
of 437,766 tons. Fifty intercoastal ships transited the canal, 
Atlantic to the Pacific, and paid tolls of $255,972.89, and 47 
ships transited the canal, Pacific to the Atlantic, and paid tolls 
of $259,651.25, a total of $515,624.14. 


OCEAN RATE COMPLAINT 

In formal docket No. 85, the city of Oakland, Calif., acting 
by and through its Board of Port Commissioners, has filed a 
complaint with the Shipping Board against the American Mail 
Line, Ltd., and other steamship lines engaged in the transporta- 
tion by water of property between California ports and ports of 
Japan, China, Philippine Island and Dutch East Indies, assail- 
ing charges on traffic from docks in Oakland to the foreign 
destinations indicated because in excess of those applying trom 
docks in San Francisco. A similar complaint was filed recently 
by the Oakland (Calif.) Chamber of Commerce in fermal docket 
No. 83. Both complaints seek orders placing Oakland on a 
basis of equality with San Francisco and other Pacific coast 


ports. 





IMPROVEMENT OF WATERWAYS 


Secretary of War Hurley has approved allotments of river 
and harbor funds as follows: Hudson River, N. Y., for lock 
and dam operation and care at Troy, $22,000; Tennessee River, 
for operating and care of locks, dams and canals above River- 
ton, Ala., $69,000; Newark Bay, Hackensack and Passaic Rivers, 
N. J., for maintenance dredging to restore project to depth of 
16 feet, $95,000; Ouachita River, Ark. and La., $180,000 for operat- 
ing and care of locks and dams for the fiscal year ending June 
30, 1933; Fox River, Wis., $100,000 for operating and care of 
locks and dams for the fiscal year ending June 30, 1933; $25,000 
for continuing survey of Kansas River, Kan., and $130,000 for 
dredging Fall River Harbor, Mass. 

An allotment of $3,000 for operating and care of lock and 
dam in the Big Sunflower River, Minn., has been approved by 
the Secretary of War. 


SUGAR AND COFFEE RATE WAR 


A war between railroads and barge lines between St. Louis 
and New Orleans is threatened over sugar and coffee rates. 

The railroads have signified to shippers and consignees 
that they are considering a rate on sugar between New Orleans 
and St. Louis of thirty-four cents a hundred pounds, minimum 
of 40,000 pounds, and twenty-eight cents a hundred on a mini- 
mum of 80,000 pounds. The prevailing rail rate is fifty-two cents 
and the prevailing barge rate forty-two cents. The new rates 
would apply also to Paducah, Ky., and Evansville, Ind. 

The railroads recently reduced their coffee rate between 
New Orleans and St. Louis to forty-six and one-half cents a 
hundred pounds from fifty-one cents, whereupon the water rate 
was reduced to thirty-seven and a half cents from forty-one. 


O’CONNOR TO SUCCEED ASHBURN? 


Regarding a suggestion that Chairman O’Connor, of the 
Shipping Board, might be made head of the government barge 
lines, Major General Ashburn, president of the Inland Water- 
ways Corporation, said he had heard nothing of such a pro- 
posal, that he had no intention of resigning, and that he was 


The Traffic World 


PAGE 211 





not subject to retirement for six years under army regulations. 
No foundation for the O’Connor report could be found. 


ST. LAWRENCE WATERWAY PROJECT 


Criticism of the St. Lawrence waterway treaty on the 
ground that enforcement of its provisions would have an ad- 
verse effect on the Illinois waterway has been answered in a 
memorandum submitted to Secretary of War Hurley by the 
Chief of Engineers, Major General Lytle Brown. The memo- 
randum deals with the provisions of Article VIII of the treaty, 
relating to diversion of water from Lake Michigan, and the 
decree of the Supreme Court of the United States entered 
April 21, 1930, in the matter of diversion of water from Lake 
Michigan by the state of Illinois and the Sanitary District of 
Chicago. General Brown says there is no conflict between the 
decree of the Supreme Court and Article VIII of the treay, and 
added: 


The decree specifies a minimum withdrawal after December 31, 
1938, of 1,500 cubic feet per second in addition to domestic pumpage, 
unless good cause can be shown to the contrary, whereas, the treaty 
provisions, while limiting the diversion to the same amount, provides 
that in an emergency an increase may be permitted. 

It has been contended that the flow at Lockport as limited by the 
treaty will destroy the usefulness of the Illinois waterway. This con- 
tention is without basis of fact, as will be seen by a study of the 
table set forth below: 


Total 

canalized Average 

length, Total Avergae low yearly 
Waterway miles fall water flow tonnage 
Monongahela River ..... 131 153.6 200 c.f.s. 25,000,000 
SO eee 981 429.14 1100 c.f.s. 20,000,000 
Pememe Canal .....csess 51 85 1300 c.f.s. 28,000,000 
REE DE kb cccsncices 291 165 *3400 c.f.s. 710,000,000 


*Aat Lockport. 
tEstimated commerce upon completion of waterway. 


The flow at Lockport permissible under the treaty will not only 
be more than three times the average low water flow of the Ohio 
River at Pittsburgh, and 2.5 times the yearly average amount required 
for lockages in the Panama Canal, but will be 17 times the low water 
flow of the Monongahela River, which carries an average yearly ton- 
nage two and one-half times that estimated for the Illinois waterway. 
These facts establish without question that the permissible flow will 
be more than ample for any commerce that may develop on the IIli- 
nois waterway. 

If additional locks and dams in that portion of the Illinois River 
below Utica are found to be necessary to provide a nine-foot channel 
during low water stages, the cost thereof will be negligible compared 
to expenditures made on other waterways and to the advantages re- 
sulting to the public from the proposed improvement of the St. 
Lawrence River. 

So far as the Mississippi River is concerned, it is possible that 
a large diversion in the order of 10,000 cubic feet per second might 
have a sensibly beneficial effect during extreme low stages. How- 
ever, such a diversion is unacceptable to the lake states since it 
materially lowers the level of the lakes, thereby injuriously affecting 
navigation. The difference between the permissible withdrawal of 
3,400 cubic feet per second and 5,000 or 6,000 cubic feet per second, 
which has been advocated, is entirely immaterial, in its effect upon 
the Mississippi River. 

The above facts and opinions do not take into consideration the 
sanitary situation at Chicago and south of there. It is assumed that 
it will be safeguarded without requiring more water from Lake Michi- 
gan than is specified in the decree of the Supreme Court, and that this 
will be done in the time allowed for the purpose in that decree. 


Critics of the St. Lawrence waterway treaty will not object 
to the treaty when they understand its provisions, in the opinion 
of Henry Allen, who represented the United States in the nego- 
tiations with Canada when the treaty was being formulated. He 
said July 26, after a call on President Hoover, that he had so 
advised the President. So far as the surplus products of the 
middle west are concerned, according to Mr. Allen, the building 
of the waterway will mean that such products will be exported 
from Chicago rather than from Montreal. 

Senator Bingham, of Connecticut, in a radio speech July 25, 
discussed various aspects of the proposed improvement. He said 
it was certain that the project would enormously benefit the 
whole interior section of the United States. He said the lessons 
of history pointed unmistakably to the tremendous advantage 
to be derived from access to the Atlantic ocean and that Presi- 
dent Hoover and his advisers were to be congratulated for hav- 
ing brought the treaty into existence. He said those who dreaded 
the fruition of “this great project and who plan to oppose it 
when it comes before the Senate of the United States will do 
well to take a broad-minded attitude toward it in view of the 
great benefit which will be derived eventually by the entire 
country from opening our northern seaports to ocean-going 
steamers. It is to be hoped that the resultant burdens on the 
railroads and taxpayers will be far outweighed by the advan- 
tages of increased access to the ocean and a more open door 
to the trade and commerce of the world.” 





The Democratic national convention did not include ap- 
proval of the St. Lawrence waterway project in its platform 
recently adopted at Chicago, according to E. Brooke Lee, secre- 
tary of the convention. The newspapers reported that the 
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project had been approved as they were advised by the person 
who handed out copies of the platform but the reference to 
the St. Lawrence is missing in the platform published by the 
Democratic national committee. Mr. Lee’s explanation is that 
the St. Lawrence matter was covered in the subcommittee’s 
report, but that when the entire committee dealt with it dele- 
tions were made here and there to keep the total number of 
words in the platform within a specified number and one of 
the deletions related to the St. Lawrence. Therefore, the com- 
mittee report to the convention did not include endorsement 
of the project and the convention did not vote on that matter. 


DROUGHT RELIEF RATES 


A complaint growing out of the drought relief rates on cattle 
feed accorded by the railroads to farmers and cattle raisers in 
the drought sticken areas of Virginia, entitled B. B. Jones vs. 
Norfolk & Western et al., has been sent to the Commission for 
filing by the complainant’s attorneys, Joseph F. Moore and 
Jonathan C. Gibson. The complainant is a farmer and breeder 
of horses at Berryville, Va. 

The complainant alleges that, between August 15 and 
November 30, 1930, he received shipments of hay and feed 
paying the full regular tariff rates and being denied the emer- 
gency reduced relief rates, while other persons in the drought 
area were granted such reduced rates on many shipments, some 
of which moved between the same points and over the same 
routes as the shipments to him. 

Jones said he was allowed the benefit of such reduced rates 
on some of his carload shipments but that on October 8, 1930, 
all the permits then in his hands were cancelled and he was 
refused further permits for emergency reduced rates for drought 
relief purposes on the alleged grounds that he was not a needy 
farmer but the operator of a racing farm, on which he said he 
bred and raised thoroughbred horses and did general farming. 
Jones alleges the rates paid by him were in violation of sections 
1, 2 and 3 of the interstate commerce act and improperly applied 
in violation of section 6. He alleges he was damaged in the 
sum of $10,000. 

A complaint similar to this one was filed by Henry C. 
Stuart, former governor of Virginia, who also asked for repara- 
tion to the basis of the relief rates. 


PETITIONS FOR REHEARING, ETC. 


No. 23130, Intrastate rates on bituminous coal between points in 
Illinois and cases grouped therewith, and No. 21838, Rates on bitu- 
minous coal from Western Kentucky versus from Southern Illinois to 
Illinois territories. Carriers respondents to orders herein ask that 
the said orders be further amended so as to require publication of 
rates required thereunder on or before August 1, 1932, on 1 day’s 
notice to Commission and public. 

No. 23922 (Sub. No. 2), Rates on bituminous coal in carloads, from 
Indiana mines to destinations in eastern and central Illinois, and 
cases grouped therewith. Carriers respondents to order herein asks 
modification of order of May 31, 1932, so as to require establishment 
of revised rates thereunder effective on or before October 7, 1932, 
on statutory notice instead of September 7, 1932, as now required. 

No. 20702, Midwest Wool Trade Association vs. A. & W. et al. 
Complainant asks for further consideration. 

1. & S. 3589, Stone from Bedford, Ind., district to Chicago, IIL, 
and related points and No. 23038, Cut Stone Contractors’ Association 
of Chicago et al. vs. C. I. & L. et al.; No. 22957, Edward Bowenkamp 
et al. vs. B. & O. et al., and No. 19897, Builders’ Association of Kan- 
sas City, Mo., Inc., vs. C. B. & Q. et al. Bedford Stone Club, inter- 
vener and protestant in I. & S. 3589 and 23038, and intervener in 
22957 and 19897, asks reopening of these proceedings for further 
hearing and disposition along with I. & S. 3130, Part II, and related 
cases. 

No. 23038, Cut Stone Contractors’ Association of Chicago et al. 
vs. C. I. & L. et al. Bedford Stone Club, intervener, asks modifica- 
tion of order of June 24, 1932, and correct same by eliminating from 
third paragraph of said order the words “but not carved, lettered, 
polished or traced.” 

No. 19951, Ohio Hydrate & Supply Co. vs. Pennsylvania et al. 
and No. 20234 and Sub. 1, Acme Glass Co., Inc., vs. Pennsylvania et al. 
Complainants ask reconsideration. 

No. 19656, James O’Meara et al. vs. B. & O. et al. Bedford Stone 
Club, intervener, asks modification of order of March 14, 1932, to 
correct error by eliminating from sixth paragraph of said order the 
words “but not carved, lettered, polished or traced.’’ 

No. 22957, Edward Bowenkamp et al. vs. B. & O. et al. Bedford 
Stone Club, intervener, asks modification of order of May 4, 1932, to 
correct error by eliminating from third paragraph of said order the 
words “but not carved, lettered, polished or traced.’’ 

Finance No. 8471, Charleston & Western Carolina et al. construc- 
tion and operation. Applicants ask that time for commencement and 
completion of construction of connecting track be extended for an 
additional two years, so that the condition of the Commission’s order 
will read as follows: ‘‘Provided, however, and this certificate is issued 
upon the express condition, that the construction of said connecting 
track shall be commenced on or before October 1, 1934, and be 
completed on or before October 1, 1935.” 

No. 23861, Leader Iron Works, Inc., vs. I. C. et al. Complainant 
asks leave to amend complaint, and for reopening and rehearing. 

No. 23279 (and Subs. 1 and 2), Joseph Denunzio Fruit Co. et al. 
vs. G. C. & S. F. et al. Southwestern carriers, in a supplemental 
petition, asks reopening, reconsideration and/or modification of order. 

No. 17806, J. R. Blair et al. vs. C. C. C. & St. L. et al. Defend- 
ants ask modification of Commission’s report and ordcr in light of 
a. of Supreme Court in the Arizona Grocery Co. case, 284 U. 


No. 18650, Peninsula Produce Exchange vs. Pennsylvania et al., 
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and cases grouped therewith. No. 21670, Hannaford Brothers (o 
et al. vs. A. C. L. et al., and No. 24775, Caruso, Rinella, Battaglia 
Co., Inc., et al. vs. Pennsylvania et al. Defendants ask rehearing 
reargument, reversal of findings and vacation of orders with respect 
to reparation. 

No. 22521, Binswanger & Co. of Texas vs. A. T. & S. F. et aj 
Complainant asks reconsideration of this proceeding on record as 
made, and/or, in the alternative, rehearing therein. : 

No. 24259, R. G. Harris and H. P. Harris vs. A. T. & S. F. et al, 
Complainants ask reconsideration by division 3, on record as made 
of decision of May 5, 1932. : 

No. 24027, Brunswick-Balke-Collender Co. et al. vs. C. G. W. et al, 
Complainants in a second petition ask reopening and reconsideration 
by full Commission. 

No. 20928, Froeber-Norfleet, Inc., et al. vs. Southern et al., ang 
No. 22645, W. R. Brodgen Co. et al. vs. Southern et al., etc. Com- 
plainants ask reopening of this proceeding for permission to correct 
an error in the complaint. 

No. 16939, Railroad Commissioners of Florida vs. A. & R. et al, 
and 17857, Gadsden County Truck Growers’ Association vs. A. & R. 
et al. Colorado & Wyoming, a defendant, asks reopening and modi- 
fication of orders entered therein. 

No. 23392, Nebraska Brick & Tile Manufacture Association et al, 
vs. C. & N. W. et al. U. P., C. & N. W., C. & S., and C. B. & Q, 
defendants ask for modification of Commission’s decision of April 20, 
1932, in a supplemental petition. 

No. 14622, Board of Railroad Commissioners of State of South 
Dakota vs. C. & A. et al. Sioux City Coal Exchange asks modifica- 
tion of order. 

No. 23815, Public Service Commission of Wyoming vs. C. B. & Q. 
et al. Complainant, and Ray Lyman Wilbur, secretary of department 
of interior, intervener, ask that complaint be not dismissed; that the 
decision and order in this case be modified so that the cause will be 
continued and jurisdiction thereof retained by Commission to end 
that complainant and intervening petitioner, or either of them, may 
hereafter move for reopening and reconsideration of issues involved 
in this cause upon recorded evidence and upon further evidence that 
may be presented relative to then existing conditions and changed 
economic situation involving the matters at issue in said cause. 


SUSPENDED TARIFFS 


In I. and S. No. 3780, the Commission has suspended from 
July 25 until February 25, schedules in supplement No. 39 to 
Chesapeake & Ohio I. C. C. No. 10170, supplement No. 17 to 
Jones’ I. C. C. No. 2446, and various other tariffs issued by 
Agent Jones. The suspended schedules propose to eliminate 
the application of through class rates on grain and grain prod- 
ucts, in carloads, from origins in central freight association 
territory to branch line stations on the Chesapeake & Ohio in 
West Virginia and Kentucky, which would result in higher 
combination rates on this traffic. The following is illustrative, 
rates being in cents a 100 pounds. 


From Deshler, O., to Logan, W. Va., present 26, proposed 2714; 
rom Indianapolis, Ind., to Elkhorn City, Ky., present 3514, proposed 


COMMODITIES IN GLASS 


The Commission has reopened I. and S. No. 3569, classifica- 
tion ratings on food products, less than carload, packed in glass 
between points in official and Illinois territories for further hear- 
ing before Examiner Hill and Classification Agent Jensen in 
Washington on October 4. (See Traffic World, July 2, p. 10.) 
This action was taken upon further consideration of the record 
in this proceeding and consideration of the petitions of the 
respondents and various shippers of canned food for rehearing 
and reargument, and of the reply of the protestant, American 
Can Co., to respondents’ petition. 


ABOLITION OF COMMISSION, ETC. 


“The Interstate Commerce Commission, as originally set 
up, was a valuable commission but it has developed into a 
commission for the advancement of railroads and I am not so 
sure that it ought not to be abolished,” said Senator McKellar, 
of Tennessee, in a statement urging abolition of many govern- 
ment bureaus and commissions, including the Shipping Board 
and Railroad Administration. In all events, he added that the 
Commission ought to be thoroughly reorganized and dropped 
the matter there. The Railroad Administration was _ trans- 
ferred long ago to the jurisdiction of the Secretary of the 
Treasury, and has only a small personnel engaged in liquidat- 
ing the matters left pending when the railroads were returned 
to private control. Most of that work has been completed. 
The last annual report of the Director General of Railroads 
showed a Railroad Administration staff of 11 persons, with the 
statement that that number would be reduced to 8. 

“The Inland Waterways Corporation,’ said Senator McKel- 
lar, “is a useful piece of governmental machinery and should 
be maintained.” 





MEXICAN DUTY ON PARCEL POST 

A Mexican decree, published July 20, 1932, and effective 15 
days thereafter, doubles the surtax on importations and exporta- 
tions by parcel post by increasing it from 5 per cent to 10 per 
cent of the duty, according to a report from Commercial Attache 
Chas. H. Cunningham, Mexico City. 

This amends article 15 of the revenue law of 1930, which 
fixed the surtax on parcel post packages at 5 per cent of duty. 
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Association of Passenger Traffic Officers 


Oldest of Railroad Associations Provides National Forum for Discussion of Problems—Organized 
in 1855, It Has Played an important Part in Creation of Unified Rail 
Services and Standardized Practices | 


By HoMerR H. SHANNON 


lective units that are frequently personified cannot talk. 

Much wisdom is lost to the world because of this short- 
coming. For instance, were it possible for the American 
Association of Passenger Traffic Officers to assume the appro- 
priate human form and manner to which its more than seventy- 
five years entitle it and to discuss current passenger traffic 
problems of the railroads, many mistakes might be avoided and 
a way charted through the uncertainties of the present. 

Born in 1855, out of a welter of vexatious problems accom- 
panying the effort of a rapidly expanding system of short, dis- 
connected railroads to adjust itself to transportation demands 
that were growing, perhaps, even more rapidly than this new 
agency of transportation, the organization is the oldest of all 
existing railroad associations. For more 
than seventy-five years it has served as 
a national forum for discussion of major 
passenger transportation problems and as 
an advisory agency in dealing with vari- 
ous technical problems of the profession. 
It has, in a true sense, served as a clear- 
ing house of ideas on how best the travel 
appetite of the American public might be 
satisfied and internal difficulties of the 
passenger transportation business dis- 
posed of, throughout the last three-quar- 
ters of a century. Not less important, it 
has provided a central point of contact 
where the men in charge of passenger 
traffic policies of the lines of the east 
met those of the west and where north 
and south came together on a common 
understanding of difficulties—an essen- 
tial to effective unification and standard- 
ization of services such as were para- 
mount in the creation of a national rail 
system. 

The function of the association since 
its beginning, with only minor qualifica- 
tions, has been purely that of providing 
this common meeting ground and place 
for exchange of ideas. Such action as 
it took to forward general policies was 
merely that of recommendation. Policies 
Were actually settled on and made effec- 
tive in territorial organizations, and, for 
the most part, matters that came before 
the annual meetings of the national 
association had been previously before one or more of the 
administrative organizations. Its all important function of 
providing a forum and place for the establishment of friendly 
contacts at no time in its history, it seems likely, was more 
valuable than at present, when a far different set of problems 
from those of 1855 call for solidarity and unity of front on the 
part of the rail passenger traffic officials and make exceptional 
demands on their collective capacity for the freshness of a 
youthful viewpoint. 


Seventy-Five Years of Railroads 


The seventy-fifth anniversary of the association was ob- 
Served at the annual meeting in 1930, when its members were 
wrestling with such questions as curtailment of passenger train 
miles to make up losses occasioned by transportation on con- 
crete highways, the threat of the airplane, air conditioning, 
radio and telephone service to and from swiftly flying de luxe 
trains, the relative merits of an endless variety of equipment, 
and other like matters. The association’s span of life 
had seen the rail plant grow from some 18,000 miles of line 
to 260,000 miles. Passenger revenues, though the subject of 
much concern, had multiplied many times. The United States 
had changed from a largely agricultural, frontier nation into a 
comparatively populous, closely intregrated power of world 
dominance, producing and using more mechanical energy than 
the rest of the nations combined. 


I is too bad that institutions, organizations, and other col- 
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of the American Association of Passenger 
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A contrast between the early problems with which the asso- 
ciation had to deal and those of more recent date is offered 
by two excerpts from records of the meetings. A great many 
of the problems of the early passenger traffic officials centered 
around the sale of tickets and accounting problems involved. 
The practice of fencing stations so that only those persons who 
had purchased tickets might gain access to the trains was only 
becoming general in the early years of the association, and 
cash fares on the “cars” had a way of being forgotten. When 
barriers to admittance to the trains without tickets were first 
erected, there were still matters of public education to be 
attended to. 

“Many come up to the door before they know they must 
show their tickets and are squeezed through before they can 
lay their hands upon them,” says a 
passage from one of the early discus- 
sions quoted by Edward Hungerford in a 
paper read before the association com- 
memorating its seventy-fifth anniversary; 
“whilst those of the softer sex are gen- 
erally permitted to pass uninterruptedly, 
especially if they be blessed with a bright 
eye or rosy mouth—no uncommon occur- 
rence nowadays.” 

Long, mechanical discussions relating 
to policies controlling the printing and 
sale of tickets and the handling of 
passengers have long since disappeared 
from the records of the meetings. The 
problem has become one of how to get 
the passengers in the required volume 
and how to meet new forms of competi- 
tion. A particularly modern phase of 
this is set out in the report, at the last 
annual meeting, of the standing commit- 
tee on commercial aviation developments. 


What They Talk About Today 


“It is becoming more evident every 
day that the rail carriers should take a 
keener cognizance of the growth and 
future promise of transportation in the 
air—the inroads of the highways on the 
revenues of the railways may be re- 
peated by the airways,” said the report. 
“Does the answer lie in competition or 
coordination? The answer is one which 
railroad traffic officers must sooner or 
later find.” 

It may be assumed, from the seriousness of the discussion 
which followed presentation of the report, that the problem 
there presented was no less troublesome than that of bright 
eyes and rosy mouths. Of, at least, some general interest, the 
comment indicated that the experience of the railroad passenger 
departments had cast suspicion on a doctrine hopefully pro- 
mulgated only a year or two earlier. It was pointed out that 
the railroads had believed coordination of their services with 
those of the commercial transport operators would be advan- 
tageous—would create business. On the contrary, according to 
those officials who had been most closely in touch with the 
subject, little, if any, good had come from placing the rail 
facilities at the disposal of the new transportation agency, and 
there was a serious question whether the program of cooperation 
initiated at various points was not simply serving to build up 
a competitor, with no adequate compensatory return or promise 
of one. 


Evolution Again 


Nothing could better serve to illustrate changes in the 
problems with which passenger traffic officials are occupied 
than the history of the association itself. Its original name, 
adopted at an organization meeting in Pittsburgh, March, 1855, 
was: “The General Ticket Agents’ Association.” The chief pas- 
senger traffic officer of the railroad was at that time known 
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as a general ticket agent, indicating the importance attached 
to what has since become a purely routine aspect or detail of 
the office. 

The Pittsburgh meeting lasted for two days, bringing to- 
gether twenty-five general ticket agents of roads operating in 
what is now known as Official Territory. It was called “for the 
purpose of agreeing upon a uniform system of adjusting all 
matters connected with ‘through ticketing.’” Creation of more 
or less coherent systems out of the large number of small lines 
represented by the construction of the first quarter of a century 
of railroad history was just getting well under way. There 
was little or no through movement of cars. Track was of at 
least a dozen different gauges. With only minor exceptions, a 
rail trip of only a few hundred miles necessitated frequent 
transfers between railroads and between “cars,” a new ticket 
being purchased each time and the passenger looking after the 
transfer of his own baggage. 

On the other hand, the transportation of people was the 
principal business of the railroads in 1855. The great bulk of 
inland freight transportation was still performed on the water- 
ways. Passenger revenues were not only the principal support 
of the existing investment, but there was no clear conception 
that that situation would change. 


Origin of the /P. T. M. 


The general ticket agent had taken over his duties from the 
principal operating officer of the road, who gradually had found 
it necessary to yield before specialization and devote himself 
more exclusively to complexities more directly connected with 
the movement of trains. With this growing specialization among 
railroad officials, one of the duties taken over by the general 
ticket agent was that of supervision of the railroad’s advertis- 
ing. As might be supposed from what has already been said, 
railroad advertising of the time dealt exclusively, if not wholly, 
with passenger service. In fact, national advertising of rail- 
road freight service is of extremely recent date. According to 
the Hungerford paper previously referred to, it was the usual 
thing for one railroad to attempt to make capital in its adver- 
tisements out of abuse of personalities. The association was 
undoubtedly one of the most effective agencies in the discourage- 
ment of this and many other practices questionable both from 
the point of view of ethics and that of good business. 


As the purely mechanical side of the issuance and account- 
ing for tickets was gradually reduced to routine, the “general 
ticket agent’? was superseded by the “general passenger agent.’ 
But this required long years of patient effort, in which the asso- 
ciation played its part. Not only were ticket forms standard- 
ized through its efforts, but many details bearing on the sale 
of interline tickets were settled. Counterfeiting of tickets in 
the early years of the railroads was a serious problem. The 
association not only was instrumental in standardizing forms 
and the details surrounding the use of through tickets, but 
adopted standard ticket paper to meet the counterfeiting evil. 
It still maintains a standing committee on association ticket 
paper and another on standard forms of interline tickets. 


Continuous Force for Uniformity 


These and an endless variety of other details were stand- 
ardized and made uniform largely as a result of activities of 
the association. Throughout its seventy-five and more years 
it has served as a continuous force toward the integration and 
harmonization of the services of the different lines. In fact, 
it is doubtful if many of the comforts and conveniences of 
through, coordinated passenger service would have made their 
appearance until long after they did but for the preliminary 
work of the organization in bringing about uniformity and es- 
tablishing the ethics of the profession. All of this was accom- 
plished, so far as the national organization was concerned, with 
only the power of recommending what it thought to be the 
proper course in a particular situation. The important thing 
is that the principal officials of the different lines, through the 
association, regularly came together, came to know each other, 
and discussed their mutual problems. The moral force wielded 
in that way represents one of the intangibles that rule the 
world far more effectively than a great deal of the adminis- 
trative machinery seen on the surface. 


Anything like a chronological record of the recommenda- 
tions of the organization is out of the question, but, through- 
out the middle years of its life, its meetings were preoccupied 
with an endless variety of problems of both practice and theory. 
The first of George M. Pullman’s sleeping cars was not built 
until four years after the original meeting of the twenty-five 
passenger officials in Pittsburgh, and it was not until after the 
Civil War that the second was built and cars were placed in 
continuous service over a number of lines. Questions of sched- 
ules between terminals served by a number of lines, the num- 
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ber of trains to be operated, rates, and all such basic matters 
were discussed at the meetings. 


The Middle Years 


Perhaps one of the most important phases of the association 
work, through the sixties and seventies, had to do with efforts 
at disciplining members who were particularly flagrant in their 
violation of “price” agreements. Rate concessions, rebates, and 
all manner of practices were employed to create business for 
a particular line, with little or no result but that all suffered, 
The association consistently championed more regular business 
methods. 

Governmental regulation of the railroads in this country 
is said to have begun with the establishment of a railroad com. 
mission in Massachusetts in 1869. Regulation of rates, how- 
ever, did not begin until, in 1870, a new constitution was adopted 
in Illinois requiring the legislature to enact laws regulating the 
services of the railroads, and it was seventeen years later that 
regulation of interstate commerce was begun. This and many 
other changes brought new problems to the passenger traffic 
officials of the railroads, all of which were thrashed out in dis- 
cussions at the annual meetings. 

To the original name of the association was added the 
word, “national,” before it was a year old. The name was 
changed to that of General Ticket and Passenger Agents’ Asso- 
ciation in 1870, and again in 1879 to National Association of 
General Passenger and Ticket Agents. Ten years later it was 
named the American Association of General Passenger and 
Ticket Agents, and the present name was adopted in 1914. 


Firet P. T. M. 


Along with these changes in name of the national organi- 
zation, the duties and responsibilities of the chief passenger 
officers of the railroads were changing even more markedly. 
Rate-making and other functions having to do with the sale of 
this important railroad product, passenger transportation, over- 
shadowed activities relating purely to handling and sale of 
tickets. It is interesting to note that the first “passenger traffic 
manager” did not appear until 1887, the year in which the inter- 
state commerce act was passed. A Canadian, however, was the 
first man to hold that title. Lucious Tuttle, of the Canadian 
Pacific, is credited with the honor. 

Added to the other changes, there has not unnaturally been 
an increase in membership. The roster at present numbers 
some three hundred active members, represnting all the prin- 
cipal lines in this country, Canada, and Mexico. 

One effect of the rise of competing transportation agencies 
has been to give an added seriousness to discussions and ad- 
dresses at the annual meetings of the association. Some idea 
of the inclusiveness of the “forum” there conducted may be 
gained from a partal list of subjects covered at the last meet- 
ing. It includes: Methods to be employed in creation of new 
traffic, tourist, excursion, etc.; special fare reductions for holi- 
day, week-end, and Sunday excursions; handling of privately 
owned automobiles in freight or passenger service, practices, 
developments, and results; result of experiment in reduced Pull- 
man fares in connection with excursions; ethical procedure in 
solicitation of organized passenger traffic; cooperation between 
rail and steamship lines for promotion of regular and special 
traffic; city ticket offices—elimination of some ticket offices, 
or other ways of effecting economy of operation; uniformity 
in time-table folders; curtailment of existing services to meet 
existing traffic depression and highway competition—experiences 
of lines in elimination of services as to state commissions and 
public attitude; developments during year in radio service on 
trains; rail motor car operation, equipment and so on, 

Every conceivable phase of the business of transporting 
people by rail receives its appropriate consideration in this 
national forum. The entire scope and history of rail transpor- 
tation as viewed by the passenger traffic official is mirrored in 
the records of its meetings. Without authority to enforce its 
orders by other than moral force it has outlived any other 
railroad association, and, it is not difficult to believe, has 
played a highly important part in the shaping of what transpor- 
tation by rail is today and may become. 


TELEPHONE COMPANY EARNINGS 


Reports from 104 telephone companies each having annual 
operating revenues in excess of $250,000 show that for the five 
months ended with May the operating income aggregated $98,- 
803,641 as compared with $118,081,361 for the corresponding 
period of 1931, a decrease of 16.3 per cent, and for May alone, 
$19,464,420, a decrease of $4,312,590 or 18.1 per cent compared 
with May last year, according to the Bureau of Statistics of 
the Commission. Company stations at the end of May totaled 
16,372,916, a decrease of 877,818 or 5.1 per cent compared with 
May last year. 
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territory. For industry is learning that, in the country adjoining the Q right-of-way, 
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natural resources and raw materials combine with superlative shipping facilities to bite 
deep into overhead. 

The S territory is second to none in the accessibility and quality of its coal, oil, and 
natural gas. It contains quarries of finest limestone; deposits of top grade silica sand, salt, 
fire clay; and splendid water power sites and hardwood lands. Thus it brings both fuels 
and materials close to the door of the manufacturing plant. And their costs, in conse- 
quence, are down. 

Add to these considerations the fact that S facilities provide not only fast, convenient 
freight service; but also through connections to the Great Lakes and the sea; and it 
becomes apparent that S territory is ideally suited to industry’s every requirement. 

If you are interested in lower costs, better shipping service, and strategic location in rela- 
tion to markets, write for detailed information. You will find not only the Chesapeake and 
Ohio, but also the progressive, cooperative communities within yg territory glad indeed 


to helpjyou solve your problems. 


CHESAPEAKE 2"¢ OHIO 


‘‘THE ROAD THAT SERVICE BUILT’’ 
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MOTOR BUS FACTS 


HE number of passengers transported by common carrier 

motor busses in 1931 was almost equivalent to the entire 
population of the earth, according to the National Association of 
Motor Bus Operators. 

The association declared that a total of 1,802,000,000 com- 
mon carriers passengers were transported last year, while 
the population of all continents is less than 2,000,000,000. 

“While the need for federal regulation of interstate lines 
and burdensome taxes continued to retard the industry,” said 
the statement, “there was substantial progress made last year 
even in the face of these handicaps. An increase in the com- 
mon carrier investment of $22,000,000 was particularly signifi- 
cant. It indicates that the industry as a whole has every 
confidence that the retarding factors will eventually be over- 
come.” 

Some of the highlights of the 1932 issue of “Bus Facts” 
are: 


There are 98,900 busses of all types in operation, as compared 
to 95,400 a year ago. ’ rary 

There are 31,850 busses used in common carrier service independ- 
ent of rail connections; 48,500 school busses, and 12,050 used by 
electric railways. : ; 

Total investment in rolling stock, terminals, garages, etc., for 
common carriers, $397,000,000. é 

Total gross revenue of common carrier lines in 1931 was $378,- 


000,000. 

Taxes paid by motor bus operators in 1931 amounted to $36,825,- 
000. Of this amount $31,775,000 was levied as special taxes on the 
industry for use of the highway or as operators of motor vehicles. 


MOTOR VEHICLE PRODUCTION 


The Bureau of the Census announces that, according to a 
preliminary tabulation of data collected in the Census of Man- 
ufactures taken in 1932, the production of motor vehicles in 
the United States in 1931 amounted to 2,297,282, valued at 
$1,388,496,915 (at f. o. b. factory prices), a decrease of 56.8 
per cent in number and of 59.4 per cent in value as compared 
with 5,316,493, valued at $3,422,871,872, reported for 1929, the 
last preceding census year. The items which contributed to 
the total for 1931 are as follows: 1,904,878 passenger vehicles, 
valued at $1,115,692,917; 9,528 public conveyances, $25,096,337; 
1,208 other vehicles and apparatus—government (federal, state, 
county, and municipal) etc., $6,132,570; 244,887 commercial 
vehicles, $162,289,201; 127,208 chassis, $71,154,039; 9,623 trailers, 
$8,131,851. The passenger vehicles reported for 1931 comprised 
1,779,647 closed cars, valued at $1,055,473,752, and 125,231 open 
cars, $60,219,165. The figures for closed cars represent de- 
creases of 54.6 per cent and 58.4 per cent, respectively, as com- 
pared with 3,917,370, valued at $2,537,937,525, reported for 1929; 
and those for open cars represent decreases of 71.8 per cent 
and 73.7 per cent, respectively, as compared with 444,845, val- 
ued at $229,401,843, reported for 1929. 

In addition, the value of other products—parts, accessories, 
etc.—reported by establishments engaged primarily in the man- 
ufacture of complete motor vehicles (or trailers), amounted to 
$181,077,399, making an aggregate of $1,569,574,314 for the in- 
dustry. Establishments whose principal products are bodies, 
parts, or accessories are classified in other industries. 

For census purposes an assembling plant (a plant in which 
parts made in another plant under the same management are 
assembled into complete motor vehicles) is treated as a man- 
ufacturing establishment. This is necessary in order that each 
state and city may be credited with its due share of the motor- 
vehicle industry. As a result, the number of establishments 
shown, 199, is much in excess of the actual number of manu- 
facturers. The number of such manufdcturers reporting at the 
census for 1931 (counting the General Motors organization as 
6) was 148, including 31 manufacturers of trailers. These fig- 
ures are considerably lower than those for 1929, namely, 189 
— Motors counting as 6), including 40 manufacturers of 
trailers. 








MOTOR TRUCK CONSOLIDATION 

The Yuma-Phoenix Motor Freight Lines, of Los Angeles, 
have taken over the Nevada Fast Freight and Culwells Inter- 
state Line and also have a working arrangement with the Long 
Beach Dispatch for steamship connection between San Fran- 
cisco, Los Angeles, and Long Beach, placing them now in 





position to take shipments from San Francisco to all points in 
Arizona, Nevada, New Mexico, and Texas. 


CONTAINER RATES PERMITTED 


Against the protest of the Boston & Maine, the Delaware, 
Lackawanna & Western, the Erie and the Wabash, the Com. 
mission allowed tariffs of the New York Central and the West 
Shore naming new and lower container rates, dated to become 
effective August 1, to remain on its files without suspension. 
The rates named in the tariffs which the Commission refused 
to suspend are to apply on goods in containers loaded on con- 
tainer cars from Albany, Buffalo, New York, Rochester, Syra- 
cuse and Utica, N. Y., to Albany, N. Y., Boston, Mass., New 
York, N. Y., Rochester, N. Y., Springfield, Mass., Syracuse and 
Utica, N. Y. 

The rates which the carriers mentioned tried, unsuccess- 
fully, to have suspended, were the ones the New York Central 
said it would file when it asked for a reopening of No. 21723, 
the container service case, with a view to having the Commis- 
sion modify its order so as to permit it to make container rates 
which, in its opinion, would enable it to regain some of the 
traffic taken from it by trucks. The Commission, as a result of 
the consideration given to its decision in the container case, 
173 I. C. C. 377, postponed its order in that case until its further 
order. (See Traffic World, July 23, p. 133.) 


The Wabash, in its request for suspension, expressed the 
belief that if the Commission allowed these tariffs to go into 
effect, precedent would be established and that the Commission 
could not deny application of similar rates on freight in con- 
tainers throughout the entire eastern territory. That, in turn 
it said, must be followed by similar rates for like quantities 
by carriers that did not own containers and could not afford 
investment in them at this time, especially as they had invest- 
ments of millions in equipment which was largely idle at the 
present time. All these changes, it asserted, meant marked 
losses of revenue on existing traffic that was not necessary. 


HIGHLY REFINED ETHICS 


The propriety of a party to a case before it discussing 
the issues with a newspaper reporter was brought in question 
at a session of the Illinois Commerce Commission July 26. The 
state regulatory body recently revamped, in printed form, its 
code of ethics and procedure applicable to counsel appearing 
before it, and on a number of occasions has given evidence that 
it takes procedure and ethics seriously, and expects those ap- 
pearing before it to do so. 


At the regular Tuesday morning hearing of the docket, a 
case in which the Railway Express Agency has applied for a 
certificate of convenience and necessity to operate a common 
carrier motor vehicle service within the City of Chicago was 
up for assignment. An intervening petition protesting grant- 
ing of the application had been filed by the Cartage Exchange of 
Chicago, an organization of firms engaged in local cartage busi- 
ness. Ralph Himmelhock, representing the Express Agency 
as attorney, called attention to a story that had appeared in 
a Chicago paper the previous day, purporting to be an inter- 
view with Curtis C. Stewart, manager of the Cartage Exchange. 

According to the newspaper story, Mr. Stewart had pro- 
tested granting of a certificate to the Express Agency on the 
grounds that it would amount to confiscation of a private busi- 
ness that had been in existence for more than eighty years. 

Mr. Himmelhock characterized the story as improper and 
in the nature of intimidation of the commission. He asked 
that hearing on the merits of the application be postponed, 
pending investigation of the authorship and responsibility of 
the newspaper story, offering a motion that such an investiga- 
tion be conducted. His motion also covered determination of 
the membership of the Cartage Exchange, the nature of the 
business of the members, etc. 

It is the contention of the Express Agency that it is illegal 
to operate a common carrier cartage service within the city 
without first obtaining a certificate of convenience and neces- 
sity from the state regulatory body. Certificates held by the 
agency permit it to perform such services in conjuction with 
a rail haul, or perform so-called pickup and delivery services 
by truck in connection with its rail services. Under the pend- 
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HREE hundred and twenty-five years ago Captain John 

Smith, Captain Newport and fifty men left Jamestown to 
present to Powhatan—mighty chieftain of the Virginia Indians— 
a bed which had been sent to the New World by King James 
of England. For days the two captains and their men traveled 
over hills and valleys, followed Indian trails and swift streams 
through virgin forests to deliver the king’s gift. 

Today the Virginia-Carolina hunting grounds of the famous 
Powhatan have become the land of bedsteads and furniture. From 
this land the Norfolk and Western Railway moves hundreds of 
carloads of furniture daily. Now, fast merchandise trains in a few 
hours cover the distance so laboriously traveled by Captain Smith 
and his party. 

Close cooperation between the Norfolk and Western and the 
furniture factories along its line has not only made of Powhatan’s 
hunting grounds the second greatest furniture producing area in 
the United States but it has materially aided the furniture indus- 
try generally in developing the most modern and satisfactory fur- 
niture packing and transportation system in the country. 


Any Norfolk and Western representative will be glad to tell you of the close relation be- 
tween the Virginia-Carolina furniture factories and the railway and how, together, they have 
applied “Precision Transportation” to the movement of furniture between the Virginia sea- 
coast and the Midwest. 
















——S 
NORFOLK AND WESTERN RAILWAY 


PRECISION TRANSPORTATION 


ROANOKE «+ VIRGINIA 
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ing application, it proposes to enter the general cartage field, 
independent of its rail services. 

Following presentation of the question of ethics by Mr. 
Himmelhoch, James F. Wright, attorney for the Cartage Ex- 
change, disavowed any knowledge of the origin of the story. 
Mr. Stewart was questioned at length about his part in the 
matter and his conception of the ethics involved. The question 
seemed to be as to whether the Cartage Exchange proposed to 
try its case in the press or before the commission. Mr. Stewart 
said the story was substantially an accurate report of a con- 
versation he had had with the reporter. Mr. Wright offered 
the extenuation that Mr. Stewart’s conversation with the re- 
porter was “the act of an ordinary individual—one not trained 
in the law.” 

A hearing on the matters covered by Mr. Himmelhoch’s 
motion was set for the first week in September, with the un- 
derstanding that a date for a further hearing on the merits of 
the application, a number of hearings already having been held, 
would be set at that time. 


ZONING OF TRANSPORTATION 


Greater consistency in the attitude of government toward 
the various forms of transport is the crying need of the times, 
said S. McClay, president of the Vancouver (B. C.) Harbor 
Commission, in an address before the nineteenth annual conven- 
tion of the Association of Pacific and Far East Ports, held at 
Seattle, Wash., July 23 to 26, inclusive. A novel proposal for 
“zoning” the country in terms of competitive transportation 
agencies was advanced by him as a solution of the transporta- 
tion “problem.” Governments, he held, were wholly justified 
in limiting the free play of economic forces, so far as transpor- 
tation Was concerned, in times like the present, when the 
absence of control of competing transportation agencies was 
certain to cause great economic loss. 

The deeper one went into the question of rail and highway 
competition, he said, the more evidence was uncovered “that, 
while motor vehicle highway competition may largely displace, 
or eventually eliminate, railroad services, it can only do so at 
a tremendously increased transportation cost to the nation. The 
annual economic cost of highway transportation in Canada is 
twice that of the country’s rail transportation. 

“The cost of our highways in Canada is $146,000,000 a year, 
even if we do not carry out any further improvements. The 
revenue in 1930 from motor vehicle taxation was $20,163,845, 
from gasoline taxes $22,655,225, or a total of $42,819,070, which 
is $103,180,930 less than highway upkeep cost. That is going 
up yearly by leaps and bounds. Thus, in Canada, the nation 
is expected to find over a hundred million dollars annually to 
keep the highways in a condition that will enable the motor 
behicle carriers to be more effective in service, and, incidentally, 
make it easier for them to cut a few more millions of dollars 
annually from the revenues of our national railroads.” 

The questions of proper control of highway transportation 
and of relating all forms of transport to each other were of 
vital importance, he held, and should be faced immediately. 
In part he continued: 


It does seem unjust that carriers whose operations are con- 
trolled by statute, and by boards set up by enactment, which require 
them to maintain adequate standards of service, to refrain from 
unjust and unreasonable discrimination and preference, to publish 
and file their schedules of rates, to adhere to their published tariffs, 
and to observe other duties prescribed, should have to meet a com- 
petition not so rigidly bound. The latter class, the road motor vehicle 
service, is free to adapt its schedules of service, rates, and condi- 
tions instantly to meet or anticipate competition, while the railroad 
may not make such changes rapidly, if at all. There is an element 
here of inconsistency in state control of the carrier service. What 
is sauce for the goose should be sauce for the gander. 

_It is impossible to disassociate the subjects of government regu- 
lation and competition among carriers because the two are in- 
separably connected with the rates and services of the carriers. 
Both in the United States and in Canada the regulation of interstate 
and intrastate carriers has developed without logical plan, except 
perhaps in the case of steam railroads. In these countries the water 
and highway carriers have a large amount of freedom of operation, 
although the Shipping Board, with regulatory and administrative 
powers of different character from those with which the Interstate 
Commerce Commission is endowed, exercises a limited authority over 
port-to-port carrying business, and the maximum rates chargeable. 

The Interstate Commerce Commission, without jurisdiction over 

the port-to-port sea carriers, excepting where these are owned or 
controlled by railroad companies, has within its jurisdiction the re- 
mainder of the carrier systems, and their minimum as well as maxi- 
mum rates. These, with the railway commission or board system 
of Canada, which enjoys fairly comprehensive powers, constitute the 
tangible expression of governmental control. ; 
. It has been said that “there is no such thing as vested interest 
in public service; eventually the public will obtain that form of trans- 
portation which, all things considered, is the cheapest and the most 
acceptable.’’ Nevertheless, in the process of readjustment, there is 
apt to be a great wastage of effort and of capital; therefore, some 
scientific treatment of the principles underlying competitive services 
is warranted. Governments are certainly justified then in limiting 
the free play of economic forces until the proper economic sphere of 
each form of transportation can be fairly well defined, 
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After discussing various suggestions as to how competition 
between different forms of transportation could be brought 
within reasonable bounds, he offered as his solution a systey 
of zoning that would limit the activities of the different agep. 
cies to definite areas. “For instance,” he explained, “shipping 
would be allotted sea, lake, and river zones, where it was found 
by the transportation zoning commission that water transport 
best met the requirements of, say, speed, safety, and economy 
of operation, and such other conditions as might be laid down, 

“The railroads might be protected by the territory on each 
side of a railway line, to a depth of seven miles, being declare 
a railway zone in which no other transportation service could 
intrude to convey goods or passengers from any one point to 
any other point within that zone, though permitted to operate 
to or from any one point within the railway zone to or from 
any point outside the zone.” 


SIXTH SECTION ACTIVITY 


In behalf of all carriers and their tariff publishing attorney. 
agents, F. L. Speiden, agent of the Southern Freight Traffic 
Bureau, Atlanta, Ga., has asked for sixth section permission to 
put into force the following: 


To publish on one day’s notice reduced rates, fares and charges 
necessary to effectively compete with actual movement or certified 
tenders by carriers via air, water or motor vehicle highway. 


In support of that application Mr. Speiden submitted facts 
which he said presented certain special circumstances and con. 
ditions justifying the request. He also asked to be advised by 
wire of the grant of the desired authority. Aside from that he 
said: 


The necessity for competing with unregulated carriers runs to the 
elemental principle of competition, and when traffic is offered for 
movement, the element of time is of prime importance. Properly safe- 
guarded no objection appears to giving carte blanche permission to do 
immediately what is regularly permitted in a restricted way on formal 
application, the difference being it could be done in time to effectively 
meet competition rather than delay until a part of the traffic had 
already moved in favor of the unregulated carrier against the railroad. 

The Commission has received more than 125 such applications in 
one day, and such applications are regularly granted, but at a cost 
of ten days or more delay before the ten days’ notice begins to run, 
so that in effect a ten-day application requires 20 days to make the 
rate effective. 

Your petitioner has discussed this matter today by phone with 
Messrs. J. E, Johanson and B. T. Jones, who heartily concur in this 
application. 


The application, as written, in the eyes of the Commission 
men who handle such matters, needed revision. They asked 
that it be put into the form prescribed, especially to show the 
authority granted to Mr. Speiden by the railroads and _ the 
attorney-agents to make the application for them. Considera- 
tion of the application was held up until the revised applica- 
tion might be in hand. 


TEXAS COTTON RATES 


The Texas controversy over the proposal that changes be 
made in current system of rates, rules and regulations applic- 
able on cotton by rail from points of origin to Gulf ports nar- 
rowed down to an issue between the port interests and the 
interior cotton compress and warehouse groups at a conference 
held at Dallas. The matter was settled by an announcement 
by J. R. Peel, chief clerk of the Texas-Louisiana Tariff Bureau, 
that the railroads, after carefully considering the proposal, had 
reached the conclusion that they would make no changes. 

The proposal advanced by the carriers grew out of sugges- 
tions made several weeks ago by the Houston and Galveston 
cotton exchanges that present allowances in the cotton rate 
for compression in transit be altered. Interior cotton com- 
presses opposed the plan, charging that the proposed new basis 
would drain the greater part of 6,000,000 bales of cotton directly 
from the fields to the concentration warehouses of Houston and 
Galveston. This, they say, would destroy hundreds of cotton 
compresses in as many interior cotton markets of the South- 
west, throwing thousands out of employment and rendering 
valueless more than $30,000,000 worth of the cotton compress 
and warehouse facilities of the territory located inland from 
the ports. 


IMPROVEMENT OF HIGHWAYS 


Passage of the emergency relief and construction act by 
Congress and its approval by President Hoover insures some 
measure of early unemployment relief through road construc- 
tion, according to T. H. Cutler, president of the American Road 
Builders’ Association. 

“While the $136,000,000 appropriation for highways is only 
a small part of the $2,122,000,000 relief measure, it is probable 
that road building will be the first work undertaken,” said he. 
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L. VERY HEART of a railroad is 
its motive equipment. And the heart 


of the Frisco Lines is fast, sturdy, 
powerful. Locomotives are a particular pride on 
the Frisco. The fast schedules of heavy, all steel pas- 
senger trains are made with ease and comfort behind 
these monster locomotives—locomotives that burn oil 
—there’s no smoke, no cinders, on the Frisco’s 
through passenger trains. 100-car freights contribute a 
full share in establishing the Frisco’s unusual “On Time” 
records. A Frisco locomotive was the first to exceed 7000 
miles of continuous operation without shop work or draw- 
ing fires—a record not even closely approached previ- 
ously. Power with power to spare is one of the reasons 
why your shipments or your journeys from, to and 
through Friscoland are expedited “via Frisco Lines.” 


S. S. Butler, General Traffic Manager 
ST. LOUIS, MO. 
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“Many states have plans ready, so that a number of the pro- 
jects can be begun immediately. 

“The highway funds provided in the total of $136,000,000 
are: $120,000,000 for emergency construction on the federal aid 
highway systems; $5,000,000 for national forest highways; 
$5,000,000 for improvements of national forests; $3,000,000 for 
national park roads; and $2,000,000 for roads through public 
lands. 

“In addition to the direct highway appropriation, $300,000,000 
is made available for relief and work relief, including highway 
and street work. This money will be loaned to states, counties 
and cities by the Reconstruction Finance Corporation on re- 
quest of governors of states. Since highway and street work 
is a popular and effective method of providing immediate work 
relief, a considerable part of this money may be requested by 
municipalities and counties.” 

Secretary of Agriculture Hyde has apportioned among the 
states the $120,000,000 provided by the relief act for expenditure 
in emergency construction on the federal-aid highway system. 
New York tops the list with $6,059,238, while Delaware, New 
Hampshire, Rhode Island, Vermont and Hawaii are at the bot- 
tom with $600,000 each. Illinois gets $5,082,847; Pennsylvania, 
$5,267,060; California, $4,667,188; and Ohio, $4,490,175. 

The act provides that the amount apportioned to any state 
may be used to match the regular annual federal-aid appor- 
tionments and when so used this amount shall be available for 
expenditure in paying the share of such state in the cost of 
federal-aid projects. The funds are available only for work 
on the federal-aid highway system performed before July 1, 
1933. Funds advanced under the emergency act are to be re- 
imbursed to the federal government over a period of ten years, 
commencing with the fiscal year 1938, by maknig annual de- 
ductions from regular federal-aid apportionments. 


GRADE CROSSING SURVEY 

The committee on prevention of highway crossing acci- 
dents of the safety section, American Railway Association, has 
made public the results of a survey made by sixty-five railroads 
in forty-seven states, as to the conduct of travelers on the 
highways in approaching and passing over railroad highway 
grade crossings. 

During an eight-hour period, observations were made by 
experienced and directed officials at 282 crossings, at which all 
character of protection was represented, including those in 
which the protection consisted solely of the standard cross- 
buck sign. 

While the survey was in progress, 4,130 trains and 316,371 
motor vehicles passed over those crossings. 

The observers were instructed that reasonable care implied 
that the driver of motor vehicle looked in both directions for 
trains, reduced his speed to comply with local regulations and 
obeyed warning signals which indicated the approach of trains. 
When these simple terms were not met it was regarded.as 
failure to use reasonable care and construed as reckless driving. 

Of the drivers thus under observation, it was determined 
that 74 per cent exercised reasonable care as before defined; 
14 per cent were classed as reckless, under the definition be- 
fore indicated, and 12 per cent of the drivers came so close to 
the borderline as to leave it debatable whether they were using 
reasonable care or were reckless. 

Sixty-seven instances were noted in which motor car 
drivers had particularly narrow escapes from injury. It was: 
observed that there were 140 instances where the drivers of 
school busses transportating children failed to bring their 
busses to.a stop prior to passing over crossings. 

Railroad crossing casualties have been reduced in the three 
years since 1928, 29.5 per cent as to fatalities and 30 per cent 
as to injuries. 

“A keener cooperation upon the part of motor car drivers 
will undoubtedly result in still further reduced crossing acci- 
dents,” says the association. 


COMMISSION FURLOUGHS ACCOUNTANTS 

Secretary McGinty of the Commission, on July 28, notified 
forty-eight members of the Commission’s Bureau of Accounts 
staff that they were furloughed, without pay, from August 16 
to at least December 31. He told them that if the Commission 
was successful in obtaining appropriations for its work their 
furloughs would not be extended beyond the end of the year. 

These furloughs to the end of the calendar year are to be 
in addition to the furloughs forced by the economy legislation, 
of about one month, and the administrative furlough, also of 
about one month, caused by the reduction of the appropriation 
for the Commission for its general purposes. The furloughs 
of the accountants are forced by the reduction of the allowance 
for the Bureau of Accounts from $1,383,000 for last fiscal year 
to $683,000 for the current fiscal year. 
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Personal Notes 





John F. Lent, who has recently been making some research 
studies for the state and certain cities of New Jersey, has 
established an office as traffic consultant in New York City. 

E. C. Wills, assistant general manager, Missouri Pacific, with 
headquarters in St. Louis, will retire August 6 on his seventieth 
birthday. He has been in the service of the railroad for 43 
years. Associates and friends of Mr. Wills will give a banquet 
in his honor at the Hotel Jefferson, the night of July 30. Speak. 
ers will include L. W. Baldwin, president of the road; J. Cannon, 
vice-president and general manager, and J. W. Higgins, execu- 
tive secretary, Association of Western Railways, Chicago. 

H. H. Benedict has joined Seatrain Lines, Inc., and the 
Hobcken Manufacturers’ Railroad as special representative. He 
was formerly in charge of freight traffic in New York for the 
New Haven and recently has been with the Erie as a special 
representative. 

F. E. Paulson, vice-president and traffic manager, Lehigh 
Portland Cement Company, has resigned for an indefinite period, 
He will remain in an advisory capacity with the company. 

Rene J. Steigler, superintendent of wharves for the Board 
of Port Commissioners at New Orleans, has assumed the duties 
of executive general agent formerly administered by Carl 
Geissow, who resigned to become traffic director of the St. 
Louis Chamber of Commerce. 

Larry G. Fritz has been appointed superintendent of its 
eastern region by Transcontinental and Western Air. 

V. D. Fort, freight traffic manager of the Illinois Central 
at Chicago, has been appointed eastern traffic manager, with 
headquarters in New York. The position is newly created. 
William Haywood, assistant freight traffic manager, succeeds 
Mr. Fort as traffic manager. 





Doings of the Traffic Clubs 





Under the leadership of its new president, Miss Leta L. 
Brown, whose portrait is herewith presented, the Women’s 
Traffic Club of Los Angeles is beginning its eighth year. This 
organization, whose membership is restricted to women traffic 
managers, assistants to traffic man- 
agers, and traffic representatives of 
business firms, claims the distinction 
of being the first women’s traffic club 
in the world. Miss Brown, president, 
is a charter member of the club. She 
is assistant to the vice-president of 
the Musto-Keenan Company, contrac- 
tors for the installation of tile and 
for the fabrication and installation of 
building marble, and has had oppor- 
tunity to become familiar with the 
intricacies of freight problems. One 
of her recent experiences was the 
handling of the importation of the 
thirty-three varieties of fancy marbles 
used in the new Los Angeles city hall, 
including the huge blocks from which 
the thirty monolithic columns were 
turned. During her term of office she 
will be assisted by the following officers: Miss Marion Gemmell, 
of the Luckenbach Steamship Company, first vice-president; Miss 
Genevieve M. Staley, of the Los Angeles Chamber of Commerce, 
second vice-president; Miss Minnie Lou Butler, of the Baker 
Brokerage Company, recording secretary; Miss Louise L. 
Wetherell, Kuhl-Warren and Company, treasurer; Mrs. Sara E. 
McCall, Cook-Boynton Company, corresponding secretary; Miss 
Ora L. Boswell, of the L. Kauffman Company, sergeant-at-arms. 








The tenth annual outing of the Oil City-Franklin Traffic 
Club will be given at the Williams Farm, Franklin, Pa., August 
25. Luncheon and dinner will be served and there will be golf, 
horseshoes, and other games and entertainment. 





Koyne V. Gram, Bureau of Foreign and Domestic Com- 
merce, Department of Commerce, described “The Land of the 
Kachins,” and Clarence L. Harper, assistant United States Trade 
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Commissioner in the Philippines, discussed transportation con- 
ditions in the Philippines at a meeting of the Women’s Traffic 
Club of Los Angeles at the Alexandria Hotel July 20. 





The Motor City Traffic Club of Detroit will have a golf 
tournament and dinner at the Indianwood Golf Club, Orion, 
Mich., August 4. 





Members of the Birmingham Traffic and Transportation 
Club were invited to a picnic supper and swimming party given 
by the Birmingham Women’s Traffic Club at North Birming- 
ham Municipal Pool July 28. 





The Traffic Study Club of Akron will have its second an- 
nual golf tournament at the Silver Lake Country Club August 2. 





A “stag” picnic will be given by the Indianapolis Traffic 
Club at Horse-Shoe Lodge August 4. 





At the regular meeting of the Oaklond Traffic Club at the 
Hotel Leamington July 19 Will Evans, sales engineer, Fibre- 
board Products Company, spoke on “Where Do We Go From 
Here?” 

More than two hundred are expected to attend the annual 
outing of the Winston-Salem Traffic Club at Roaring Gap, a 
mountain resort seventy miles from Winston-Salem, August 6. 
It will be an all-day affair, with a golf tournament in the day, 
followed by dinner in the evening. Clyde B. Aitchison, Inter- 
state Commerce Commissioner, will be the principal speaker. 





The Memphis Traffic Club held its annual picnic and bar- 
becue July 23. Bill Hanna was in charge of arrangements. 





The annual picnic of the Sheboygan Traffic Club will be 
given at Shooting Park August 9. Golf will be played in the 
morning and a luncheon will be served in the Association of 
Commerce dining room. 





The Canton Traffic Club will hold an outing at the Brook- 
side Country Club August 23. 


LONG DISTANCE AIR OPERATION 

An international record for long distance operation of mail- 
passenger planes is claimed by United Air Lines coast-to-coast 
service, which this week completed ninety-nine per cent of 
652,000 scheduled miles for the last thirty-day period. More 
than half the mileage was flown at night on the twenty-seven 
hour schedule between the Pacific coast and New York, and 
two-thirds of the total with twelve pessanger-mail multi-mo- 
tored transports. On its other divisions—Chicago-Dallas, Salt 
Lake City-Seattle and Seattle-San Diego—the company main- 
tained a performance record for the same period of ninety-nine 
per cent also. 


INCREASE IN AIR TRAFFIC 


Twice as many miles are being flown today by scheduled 
air transport operators as in 1930, according to a report issued 
by the Aeronautical Chamber of Commerce of America, Inc. 

“A total of 19,535,579 miles were flown by scheduled air 
lines during the first five months of 1932, as compared with 
9,690,474 in 1930 and 14,331,544 miles during the same period 
of 1931,” says the chamber. 

“Passengers totaling 176,261, or more than 1,500 daily, were 
carried during the five-mouth period in 1932, an increase of 32 
per cent as compared with the same period last year when 
133,215 passengers flew the air lines. Passenger miles in- 
creased a like amount to 44,436,666 in 1932, only a little over 
33 million being recorded during the first five months of last 
year. 

“Air express, which totaled only a little over one hundred 
thousand pounds at the end of the first five months of 1930, 
totaled 540,694 at the end of the same period this year. 

“Only air mail, which showed a 4.5 per cent reduction this 
year as compared with last, has failed to extend the contin- 
uous gains registered in every other phase of air transport. 
The total drop, measured in pounds, is less than 200,000 for the 
period, however, and in spite of a higher rate of postage it is 
felt that the falling off in air mail will continue to be insig- 
nificant. A general increase in public appreciation of the value 
of this new transportation, now out of the experimental stage, 
together with faster and more frequent service, will tend to 
offset the slight increase in price. 

“The chamber reports an increasing use of air mail in place 
of special delivery by business houses and banks. The new 
air mail rates of eight cents for the first ounce or fraction 
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thereof provide a faster service to destinations more than 39) 
miles from the point of mailing than special delivery provides 
at a 13-cent rate. Business houses economizing on telegraph 
charges are also reported to be making increasing use of the 
air mail.” 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Harry Blandy Rox, Birmingham, Ala.; Howard 
James Wolfson, Chicago, Ill; Dean G. Acheson, Washington, 
D. C.; Thomas Allen, Boston, Mass.; H. Thomas Austern, Wash. 
ington, D. C.; Alf L, Bergerud, Minneapolis, Minn.; Roy L, 
Black, Pocatello, Idaho; Claude H. Buzzard, Detroit, Mich.: 
John R. Cochran, Chicago, I1l.; Richel Clyde Colombe, San Fran. 
cisco, Calif.; George N. Conrad, Harrisonburg, Va.; J. Harry 
Covington, Washington, D. C.; Martin J. Desmoni, New York, 
N. Y.; Frank E. Dougherty, Fairmont, Minn.; Andrew Engel- 
hardt, Pittsburgh, Pa.; Robert C. Enlow, Evansville, Ind.; 
Rudolph A. Foxvog, Chicago, Ill.; Harry F. Gillis, Washington, 
D. C.; Samuel Goldstein, Cleveland, Ohio; Willis E. Gresham, 
Austin, Texas.; Major Davis Groover, Jacksonville, Fla.; B. M, 
Hamilton, Chicago, Ill.; Leigh Howard Hammond, Muskogee, 
Okla.; Raymond S. Henning, Philadelphia, Pa.; Christian 
Hershey, Claymont, Del.; Isador Kahn, Evansville, Ind.; Elmer 
L. Lincoln, Texarkana, Tex.; Robert A. Littleton, Washington, 
D. C.; Albert Lyman, Washington D. C.; C. J. Lynch, Cedar 
Rapids, Iowa; Guy Mason, Washington, D. C.; Camden R., 
McAtee, Washington, D. C.; George Annesley McElroy, Omaha, 
Neb.; Spencer T. Money, Washington, D. C.; Norman R. Moon, 
Wichita, Kan.; Richard Musenbrock, Minneapolis, Minn.; John 
J. O’Hara, Menominee, Mich.; Alvin Byron Olson, Chicago, II1.: 
Richard J. Organ, Omaha, Neb.; Ernest L. Peterson, Sioux City, 
Iowa; Dudley P. Ranney, Boston, Mass.; Albert P. Reed, Min- 
neapolis, Minn.; Montague Rosenberg, Jacksonville, Fla.; Wal- 
ter A. Sarasin, Kansas City, Mo.; Alfred C. Smith, Jr., Brook- 
lyn, N. Y.; William W. Spalding, Washington, D. C.; Ned A. 
Stewart, Lewisville, Ark.; Rene A. Stiegler, New Orleans, La.; 
Frederick R. Sullivan, Denver, Colo.; Frank J. Towse, Fulton, 
N. Y.; Oscar William Utz, St. Louis, Mo.; Henry R. VanMaren, 
Des Moines, Ia.; Henry L. Walker, Washington, D. C.; Roger 
A. P. Walker, New York, N. Y.; E. Selby Wiggins, Richmond, 
Ky.; Arthur H. Wilkie, Idaho Falls, Idaho. 


RAIL WAGE CUT URGED 


That there should be a further reduction in railroad wages 
is the position taken by the Railroad Owners’ Association in 
a notice sent to members by J. D. Shatford, of Washington, 
D. C., chairman. The notice follows: 


It is obvious that business will not approach normal for many 
months; therefore, railroad earnings cannot soon be lifted to a 
point where dividends can be again resumed. Only a few com- 
panies are now earning operating expenses. Assuming this to be 
correct, there is but one way out of this dilemma; that is, by a 
further reduction in the wages of railroad employes. You will re- 
member the quibbling and delay in obtaining the reduction of ten 
per cent, now effective. You will also remember that during the 
advancing living costs, labor insisted, because of such advances, it 
should have higher wages to meet the extra costs, and it was given 
advances. And, you will also remember that the wages of the 
stockholder during all that time were not advanced. Dividends, 
which are the wages of stockholders, except in rare instances, re- 
mained the same. 

Now that living costs have declined to pre-war levels, wages 
should be further reduced, at least fifteen per cent. The wages 
(dividends) of the stockholder, except in comparatively few instances, 
have been entirely eliminated. It is time some consideration was 
given to stockholders. Labor has been receiving much to which the 
stockholder was entitled. It is proper you should speak at once to 
the president of the company or companies in which you are inter- 
ested, and urge the taking up of a further reduction, not to violate 
the agreement already made, but to provide for a reduction to be- 
come effective immediately upon expiration of the present under- 
standing. If unions will not agree to this, then the machinery 
provided for this purpose by Congress should be called into action. 
We are reluctant to take this position, but necessity compels it. 


In another notice to members Mr. Shatford urged them to 
write members of Congress to support legislation regulating 
busses, trucks, airplanes and water carriers. To strengthen 
the financial positon of carriers he also urged that a move 
should promptly be made to induce bondholders to accept income 
scrip “until the depression burns itself out.” 








WANTED—tTariff file for auditing three year old and current 
freight bills. Give complete description. Address M. O. R. 364, care 
Traffic World, Chicago, IIl. 





| WANT TO BUY I. C. C. REPORTS (bound volumes); com- 
plete set if possible; also bound yolumes of Traffic World prior to 
1918 = after 1925. Address A. R. W. 366, care Traffic World, Chi- 
cago, Ill. 
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Rail Siding and Loeal L.C. L. 





Freight Station in same building 


Save Money — save unnecessary cartage ex- 


pense on all rail shipments. 


Inerease Sales Store door delivery at low cost 


GENERAL STORAGE — RENTAL SPACE — _ DISTRIBUTION toGreater New York, Longisland, 






















Beas aa ee ae set New Jersey. Westchester County, 
Hudson River Valley and Con- 
necticut. Special arrangements 
for distribution into Rhode Is- 
land and Massachusetts. Let us 
aet as your eastern shipping 
elerk and thereby inerease your 


sales by delivering tomorrow 





orders that are sold today. 





LACKAWANNA 


TE RMINAL WAREHOUSES N direet to us in consolidated cars 
JERSEY CITY, N. J. of L. C. L. shipments for im- 


mediate distribution. 


MORE GRAIN WILL GO TO EUROPE THIS YEAR 


Recent modification by European 
countries of the percentage of foreign 
wheat to be used in the manufacture H O USTO N 
of flour will undoubtedly stimulate a ‘ 
strong movement of American wheat Is the Gr ain P ort for the 
to the continent this year. " 
Middle West 


—News item 





Save freight charges by shipping 





au 





A Few Facts: 


Public and private elevator storage space 
amounting to 4,500,000 bushels 


esl ine | a G ee A | N 2 car dumpers—only ones on the Gulf Coast 


_ —can unload 200 cars a day 


via M4 O U STO N Loading capacity—100,000 bushels an hour 


Houston is 50 miles inland with preferential 


A N D SAVE rail rates 
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YOU KNOW IT’S DELIVERED 
WHEN YOU SHIP BY 


RAILWAY EXPRESS 


These are days when we hear a great deal 
about the importance of getting the order. 
That’s the first step in any sale. Even more 
important is the last step in the transac- 
tion—getting the bill paid. And in between 
these is one fundamental service—deliv- 
ery. Ship by Railway Express and you get 
speed, direct routing—and absolute proof 
of delivery. Our organization obtains an 
incontestable delivery receipt for every 
item turned over to the consignee. Let 
Railway Express help you to cut down the 


interval between order and payment. 


RAILWAY EXPRESS AGENCY, Ine. 
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Questions and Answers 


i’ this column will be answered questions of both legal and practica) 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide know. 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the tra man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation too complex for the kind of investigation herein contemplated. If , 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Routing and Misrouting—Significance of Manner in Which 
Ultimate Carrier Is Designated in Routing Instructions in 
Bill of Lading 
New York.—Question: A carload of buckwheat coal is 

shipped from a mine in Pennsylvania on the Erie Railroad to 

Schenectady, New York, for New York Central delivery. The 

Erie Railroad in their tariff I. C. C. D-1222 quotes a rate of 

$2.39 per gross ton when the shipment is routed via Erie 

Newburg-West Shore, New York Central. The Delaware & 

Hudson Railroad in their tariff I. C. C. C-6 quotes a rate of 

$2.27 per gross ton when shipment is routed via Erie-D. & H.- 

New York Central delivery. In the latter case the shipment is 

brought into Schenectady by the D. & H. Railroad and delivered 

to the New York Central on a switch movement. In the former 
case the car is brought into Schenectady, New York, by the 

New York Central and subsequently is delivered to consignee 

by that carrier. 

When the shipment was made the billing clerk at the mines 
in making out the bill of lading, indicated in the space reserved 
for “route,” the following: “E-NYC.” When the freight bill 
was received from the New York Central Railroad, the following 
routing appeared thereon: “Erie-Newburg-West Shore-New York 
Central.” The New York Central Railroad also assessed a 
charge of $2.39 per gross ton, which is a high rate. 

At this time we would like to learn whether or not the 
proper rate to be assessed is the low rate at $2.27, inasmuch 
as we feel that at all times the low rate is to be protected, 
and while the D. & H. which is an intermediate carrier was 
omitted from the bill of lading, the Erie Railroad in error 
routed the car on which a high rate was assessed. 

Answer: In our opinion the instruction to route “E-NYC” 
is reasonably construed to mean that the N. Y. C. was entitled 
to take a line-haul on the shipment, and that the correct rate to 
apply is $2.39 per gross ton. 

In Ramsey-Wheeler vs. S. A. L. Ry., Unrep. Op. A-541 it 
was shown that the only routing instructions inserted in the bill 
of lading were for “Southern Ry. delivery.” The Commission 
said this must be regarded as an expression of the consignor’s 
intention that the shipment should proceed to the destination 
named in the bill of lading by the cheapest reasonable route, 
provided only that it should ultimately be delivered to the 
Southern Railway for making final delivery to the consignee. 

In California Packing Corporation vs. Director General, 83 
I. C. C. 490, the bill of lading carried routing via “S. P.-Santa 
Fe,” consigned to Phoenix, Arizona. The Santa Fe received a 
line haul. Complainant contended the Southern Pacific should 
have hauled shipment to Phoenix and there turned it over to 
the Santa Fe for a switch delivery, that being cheaper. The 
Commission held, “The notation by the shipper of the Santa Fe 
on the bill of lading without indicating in some manner thereon 
that such reference was intended to cover a terminal service 
only on the tracks of the Santa Fe at Phoenix was properly 
regarded by defendant as an expression of the shipper’s inten- 
tion that the Santa Fe should participate in the line haul.” 

Also in Standard Lumber Co. vs. C. C. C. & St. L., 146 
I. C. C. 631, shipment was routed “Big Four-Michigan Central 
delivery.” The Commission said that under this bill of lading 
carriers were obliged to make the cheapest M.C. delivery. ‘To hold 
otherwise is to attach no significance to the word ‘delivery’ in 
the routing instructions and to regard that word as superfluous. 
It may fairly be said that the notation of the shipper on the Dill 
of lading ‘Michigan Central delivery’ meant a terminal service 
only on the tracks of that carrier at Detroit, and was not an 
expression of the shipper’s intention that the M. C. should neces- 
sarily participate in the line haul. . . . Had the shipper desired, 
or wished to insist upon, a line haul for the M. C. as well as 
delivery by that carrier, the natural and certain method of s0 
indicating would have been by routing the shipment ‘Big Four- 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


Storage in Transit 


ERE, available to you wher- 
everyou may be, are facilities 
for storing your product “‘in 

transit. Hold your commodity 
in our care awaiting favorable 
market conditions — north or 
south, east or west. We will 
re-consign immediately in ac- 
cordance with your instructions. 
Facilities for quick, safe han- 
dling. All types of storage. 
Fireproof. Write for particulars. 


MEAD 


JOHNSON 


TERMINAL CORP. 
J.D. BEELER, V. Pres. 


1830 W. Ohio St. 


mom —<mnZ><m 





Investment 


Good business years ago inaugurated 
the regilar two-week sailing sched- 
ule of the American Mail Line Presi- 
dent Liners to the Orient. Shippers 
appreciate knowing just exactly when 
their merchandise will depart and ar- 
rive. Excellent equipment both at dock 
and aboard ship assures you of the 
splendid care of your merchandise. The 
speed of President Liners has become a 
factor on the Pacific. Specify American 
Mail Line. 


A fleet of express Cargo Liners further 
augments this service to Japan, South China 
and the Philippines. 

For information, apply desk No. 6 


90 NN a 665 kc0 cc ccecescecs New York 

1714 Dime Bank Bldg 

110 So. Dearborn St 

Union Trust Bldg. Arcade Cleveland 
General Freight Office 

740 Stuart Building...............Seattle 


AMERICAN 


MAIL LINE 


76 offices in 22 countries at your service 





Manufacturers, Keep Your Eye on Port of Stockton 


ad ff CALIFORNIA’S NEW INLAND WATERWAY 
WILL SOON BE IN OPERATION 


Get in on the ground floor 














Outstanding Features 
of the Project... . 


90 miles from the Golden Gate. 

10,000 acres available for waterfront indus- 
trial sites. 

City owned public belt line. 


Three transcontinental railroads. 
Natural gas, reasonable power and water. 
Public wharf terminals well under construc- 
tion. 
This inland waterway will serve vast 
territory where future growth of Pacific 
Coast will materialize. 





Write 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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74 Chapel Street, 








PORT 
ALBANY 
Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


Albany, N. Y. 
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Michigan Central,’ this providing complete and specific instruc. 
tions both as to the line haul and the terminal delivery.” 


Tariff Interpretation—Duty of Carrier to Which Shipment |; 
Offered to Refuse to Accept Shipment If It Is Not Party 
to Lowest Rate from Origin to Destination 


Missouri.—Question: Prior to December 3, 1931, on ship. 
ment from Jefferson City to Chillicothe, Mo., a first class rate of 
99 cents was assessed on a three line haul via Boonville anq 
Moberly, a total distance of 165 miles; the Missouri Pacific 
being the initial carrier. 

If the Alton R. R. had been the initial carrier a rate of 91% 
cents would have been assessed for a two line haul via Mexico, 
Mo., also a distance of 165 miles, territorial application “BR” 
being used in the former instance and “A” in the latter, as shown 
in Western Trunk Lines Joint Distance Tariff 91-F, P. S. C. Mo, 
354. 

Because of the fact we specified Missouri Pacific as the 
initial carrier on our bill of ladings, are we liable to pay the 
99 cent rate or have we grounds to file claim for overcharge on 
the 91% cent basis? Was it the duty of the Missouri Pacific to 
inform us of a lower rate being in effect via a competing line 
and if not would it be possible for them to use the lower rate 
even though it meant a three line haul with them as initial 
carrier? 

Answer: Western Trunk Lines’ Tariff No. 91-F, P. S. C. Mo. 
354, is restricted to Missouri intrastate traffic. While a copy 
of this tariff is in the files of the Interstate Commerce Commis- 
sion as information only, the carriers have made no attempt to 
keep the supplements thereto filed with the Commission. We 
are not, therefore, able to determine to what extent if any, its 
application with respect to this question, has been changed from 
that stated in the original tariff. However, Item 30, page 5, 
thereof, if not essentially changed by supplement apparently 
specifically answers the question presented. It reads: 


(a) In the application of rates named herein, continuous mileage 
via the shortest possible route, where actual track connections exist, 
as shown in Tariff 92B, E. B. Boyd’s P. S. C. Mo. No. 109, supplements 
thereto and reissues thereof, shall be used, provided such shortest 
route makes the lowest rate. 

(b) Where two or more routes are available between the point of 
origin and destination, the line or lines handling shall accept and 
move shipments only where the originating line forms a part of the 
through route to final destination via which the lowest through rate 
as provided in this tariff applies, provided that if shipment is ten- 
dered to a carrier not forming a part of the low rate line to finat 
destination, such carrier shall refuse such shipment unless shipper 
signs a statement in duplicate, that he desires shipment via a 
specific route, and understands that the higher rate will be assessed 
for such service. . If carrier accepts shipment without requiring 
above statements and such carrier does not form a part or portion of 
the lowest rate line between point of origin and final destination 
it shall be considered a case of misrouting, and such carrier shall be 
wholly responsible for the application of the lowest rate. 


Apparently the Missouri Pacific misrouted the shipment. 

As to interstate traffic the Interstate Commerce Commission 
holds that in such cases, even if the lower rate be stated in 
the bill of lading, there is no duty on the part of the carrier’s 
agent to inform the shipper that the lower rate does not apply 
via its line and thereby deprive itself of a haul on the shipment 
by turning it over to a competing carrier. McLean Lumber Co. 
vs. L. & N. R. R., 22 1. C. C. 349. 





Docket of the Commission 





August 1—Gonzales, Tex..-Examiner Davis: 
Finance No. 9283—Joint application San Antonio & Aransas Pass 
Ry. and T. & N. O. R. R. to abandon a line of railroad between 
Shiner Junction and Gonzales, Tex. 


August 2—Glacier National Park, Mont.—Chairman Porter and Ex- 
aminer Koch: 
ag on petroleum and petroleum products within state of 
ontana. 
23658 (and Subs. 1 and 2)—White Eagle Oil Corp. vs. B. A. & P. 
Ry. et al. (further hearing). 
25312—Continental Oil Co. vs. C. B. & Q. R. R. et al. 
23508—Public Utilities Commission of State of Idaho vs. O. S. L. 
R. R. et al. (and cases grouped therewith) (further hearing). 
August 2—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14485, as amended, filed by Jones, 
Curlett, Van Ummersen, Galligan, Boyd and Tilford, agents. 


August 4—Navasota, Tex.—Examiner Davis: 
Finance No. 9398—Joint application of Houston & Texas Central 
R. R. and Texas & New Orleans R. R. for permission to abandon 
a line of railroad extending from Nelleva Jct. in a general north- 
erly direction to Mexia Jct., Tex. 
August 4—Washington, D. C.—Examiner Fuller: 
24856 (and Sub. 1)—Pet Milk Co. vs. B. & A. R. R. (N. Y. C. R. Bs 
lessee) et al. 
August 8—New Orleans, La.—Examiner Davis: P 
Finance No. 9402—Application Louisiana Southern Ry. for authority 
to construct an extension of its line in New Orleans, La. 
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Distribution 


Distribution—Storage— 
Forwarding of 
General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 





FOR CARLOAD 
SHIPPERS 


Get this informative booklet for your 
@ixpping department, free. Chock- 
full of valuable data, with many illus- 
trations and charts showing the Acme 
method of bracing carload freight for 
many kinds of manufactured products. 
It presents the complete story of Acme 
UNIT-LOAD, showing how it prevents 
damage and brings many real shipping 
economies, 

No obligation. Write today. 


ACME STEEL COMPANY 


General Offices, 2832-40 Archer Avenue 
CHICAGO, ILLINOIS 





Southern Steamship Company 


(Pioneer Steamship Line te Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGSs 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


SAVE TIME 
and MONEY 


Ship Via 
© —ThePort- of 
ALVESTON 


AMERICA’S PORT OF 
QUICKEST DISPATCH 


GALVESTON WHARF COMPANY 








Low Rates 
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CALMAR LINE 


INTERCOASTAL SERVICE 














FLOMAR 9Wi June 25) June 29/July 21jJuly 25|July 27|July 31jAug. 3 
TEXMAR [|i6WiJuly 16jJuly 20jAug. 11/Aug. 15j/Aug. 17/Aug. 21/Aug. 24 
PORTMAR | 9WiAug. 6jAug. 10/Sept. 1/Sept. 5/Sept. 7|Sept. 11|/Sept. 14 
ALAMAR 9WiAug. 27]Aug. 31|Sept. 22|/Sept. 26/Sept.28)/Oct. 2/Oct. 5 





Subject to change and/or cancellation without notice, as regards steam- 
ers’ arrival and departure dates, and to company’s right to omit scheduled 
ports and/or add other ports. 


“C” LINE RATES Apply 


(The lowest Intercoastal rates) 


Calmar Steamship Corporation 


For Information regarding rates, ete., apply to nearest office: 
MOORE & McCORMACK CO., INC., SWAYNE & HOYT, LTD., Agents 


Gen. Los eo Cal., 410 Chamber of Com- 
Baltimere, Md., {5 8. AJ St. merce Bidg. 
Detrel’ a ill., 140 S. Dearborn St. Oakland, Cal., ist and Market Sts 
Mieh., 2001-2 Industrial Bk. Bidg. Portiand, Ore., 917 Board of Trade. Bidg. 
roadway San Franelece, Cal., 215 Market Street, 


New York, N. Y., 5 B 
Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bidg. Seattle, Wash. +» 1519 Rallroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 
Los Angel 230-B Ti inal d 

Qutaw-fer i, freon eee 

ern Md. Ry. Portland, Ore.—No. { Oeceanlo Terminal 
San Francisco—Pier No. 48-B 
Seattlo—Atiantic Doek Terminal 


Philadelphia—Pler 27-N, Reading Co. 








NEW YORK TO OR FROM 


ALIFORNIA 


3 NEW ELECTRIC LINERS | 3 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 


Westbound Eastbound 
from New York SromSanFrancisco—*Los Angeles 
Pennsylvania. Aug. 6; Sept. 17 Virginia . . . Aug. 13; Sept. 24 
California . . Aug. 20;Oct. 1 Pennsylvania. Aug. 27; Oct. 8 
Virginia ... Sept. 3; Oct. 15 California . . Sept. 10; Oct. 22 
and fortnightly thereafter 
*from Los Angeles 2nd day following 





ALL 33,000 TONS IN SIZE 





fonama facifie fine 


* ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1 Broadway, New York City 

(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 

Chicago, 180 North Ave. Boston, 84 State Street 

pig on 1616 Walnut Street io Baltimore Trust vide. 
an Fran 687 Market St. Los Angeles, 548 8. ates © 

Gadent aie E. Superior Ave. San Diego, 1030 Fourth 8 
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August 9—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14781—Cyanamid from Niagara Falls, 
Ont.—Filed by W. S. Curlett. 
Fourth Section ——ES No. 14701—Cyanamid from Niagara Falls, 
Ont. Filed by B. T. Jones. 


Ana — Lake City, Utah—Chairman Porter and Examiner 


och: 
10856—Utah State Automobile Assn. vs. A. T. & S. F. Ry. et al. 
(further hearing). 

i & S. 3748—Petroleum from North Pacific coast ports to Idaho. 

23508—Public Utilities Commission of State of Idaho vs. O. S. 

R. R. et al. (and cases grouped therewith) (further hearing). 
August 13—Elizabethton, Tenn.—Examiner Davis: 

Finance No. 9414—Joint application Southern Ry. and Virginia & 
Southwestern Ry. for permission to abandon a line of railroad in 
Carter county, Tenn. 

August 15—Indianapolis, Ind.—Public Service Commission of Indiana: 

Finance No. 9311—Joint application of P. C. C. & St. L. R. R. and 
Pa. R. R., lessee, for authority to abandon that part of the Muncie 
Branch of the P. C. C. & St. L. R. R. extending from Converse 
to Matthews, Ind. 

August 15—Bristol, Tenn.—Examiner Davis: 

Finance No. 9373—Application N. & W. Ry. for permission to aban- 

don a part of its Abingdon branch in Ashe county, N. C. 


RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 20c Ins. Rate 
Virginia Bonded: Warehouse Corp. 
1709 East Cary Street 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
All in One Book! 











Rates and Routing 
Send for 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


“OPPORTUNITIES 


In Traffic Management’’ 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 





The Traffic World 











This book points the way to the 
higher positions in the field of Traffic 
ent. It tells how men once 

on small aries have demonstrated 
their ability to make savings for the 
companies they work for and thus rise 
to more responsible positions. The field 
of Traffic agement offers real op- 
portunity only to the man who knows. 
Spare time study end the will to suc- 
ceed have pushed scores of traffic em- 
ployes up the ladder of financial suc- 


cess. Many LaSalle-trained traffic man- 
agers—both in the railroad and in- 
dustrial fleld—now command salaries 
of $5,000, $7,500 a year and better. 
Investigate! Send for this free book 
today. Find out how you can qualify 
for these higher positions through La- 
Salle home-study training and guid- 
ance. Write now for your free copy of 
“Opportunities in Traffic Management.”’ 
Address— 


LaSalle Extension University, Dept. 795-T, Chicago, Ill. 


THRU RATES 
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August 15—Cheyenne, Wyo.—Commissioner Lee: 
% —— Service Commission of Wyoming vs. A. T. & S. F. Ry 
et al. x 
Auer eee Lake City, Utah—Chairman Porter and Examiner 
och: 
23508—Public Utilities Commission of State of Idaho vs. O. S. L, 
R. R. et al. (and cases grouped therewith) (further hearing), 


August 16—Washington, D. C.—Examiner Kephart: 
Finance No. 3626—Excess income of B. & Ar. R. R. 


August 17—Lake City, Colo.—Public Utilities Commission of Colorado: 

Finance No. 9386—Application D. & R. G. W. R. R. for permission 

Vs cree a branch line extending from Lake Jct. to Lake City, 
olo. 


August 18—Washington, D. C.—Examiners Hurley and Peyser: 
24890—Transit on vegetable oils in southern territory (adjourned 
hearing) (this hearing will not be had unless request by parties 
received on or before August 6). 


CHANGE IN DOCKET 


_ Argument in Finance No. 8896, Gulf & West Texas Ry. construc- 
tion assigned for July 25, at Washington, D. C., was canceled. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successor to Keene & Ames 


Fermerly Atterney and Examiner 
Interstate Commerce Commissien 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petreleum Bldg. 
Washington Office, Southern Bldg. 


Practicing 
before the 


INTERSTATE 
COMMERCE 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commissien Cases and 
Commerce 


Departmental Service 


713 Mills Bldg. ° ae 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistica] Analyses—Matters Relating 
te Rates—Censelidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 


Experts 








: aed eae 

Wicca —_BOaersow New Londen and Norwich, Conn. 
5 a To—C. F. A., W. T. L., Inter-Mountain, 

Sins Carolinas, South and Southwest 
Lr Jewerr Corr ia —CLYDE, OLD DOMINION, SAVANNAH, 
— vm MALLORY and MORGAN S. S. LINES 
THAMES RIVER LINE, INC. 
si “y Pier 31 E. R. NEW YORK CITY 

ee - ERNEST E. FUCHS, Vice-Pres. 


WESTERN WAREHOUSE 


Within 
warehouse 


track space for 360 car: 


three DIiocks 


DOWNTOWN CHICAGO , 


of Chicago's central retail and jobbing district; high grade modern 
400,000 square feet of Hoor space—light and clean; 
space to lease 


and terminal facilities 
stocks carried for forwarding and distribution 


WESTERN WAREHOUSING COMPANY 


, E. H. Hagel, Superintendent 
Polk St 


Chicago, III. 





